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FRIDAY, MAY 16. 


Master C-r-Builcers’ Association. 





Tbe following circular has beenissued by the Secretary, 
Mr. M. N. Forney, from bis office, No. 73 Broadway, New 
York: 

ANNOUNCEMENT OF ANNUAL CONVENTION. 


The next Annual Convention of ‘the Master Car-Builders’ 
Association will be held in Saratoga, beginning Tuesday, 
June 10, at 10 a.m. The following is a list of the subjects 
on which it is expected that special reports will be made, 
and which will be discussed: 

1. On Sharp Flanges— Their Cause and Prevention. 

The Committee on this subject was instructed as follows, 
at the last Annual Convention: 

** Resolved, That the recommendation of the Committee 
on Sharp Flanges be and is hereby adopted, and that the 
Committee be continued generally, and with full power to 
confer with officers m charge of the permanent way, and 
with general superintendents with reference to a uniform 
and proper form of rail head.” 

2. On Standard Freight aud Passenger Car Trucks. 

%. On Brake Shoes, Brake-Beams and the Interchangeable 
Parts of the Brake Arrangements of Cars. 

4, Standard House-car to Carry 60,000 Ibs. of Lading. 

The following resolution, defiving the duties and work of 
this Committee, was adopted at the last Annual Conven- 
tion: 

** Resolved, That a committee of seven be appointed, 
representing the largest car-owning roads which send mem- 
bers or representatives to the Master Car-Builders’ Conven- 
tion, said committee to confer together and, if possible, 
agree upon a standard bouse-car, with details of all parts, 
whose maximum load shall be 60,000 Ibs.; said committee 
to report to the Executive Committee, and the Executive 
Committee, when ready to report, to send a copy of the 
reporc to each member of the Association for examination; 
the Executive Committee to report at the next annual meet- 
ing. 

5. Standards and Appliances for the Safety of Trainmen. 

This Committee was appointed in accordance with the fol- 
lowing resolution: 

** Resolved, That a committee be appointed to prepare a 
circular calling the attention of railroad managers to the 
standards and appliances for the safety of trainmen which 
have been recommeuded by this Association, and that this 
Comm.ttee be urged to do everything in‘ their power to 
secure their adoption.” 

6. Piece Work in Building Freight Cars, 

7. Plans for Car Shops and the Arrangement of Car Shop 
Machinery. 

8. Freight Car Framing and Trussing. 

9. Passenger Car Framing and Trussing. 

10, Automatic Freight-car Couplers. 

11. Automatic Freight-car Brakes. 

12. Freight-Car Rovufs. 

13. Side-dumpiog and Drop-bottom Coal-cars. 

14. A System of Lettering and Numbering Line Cars. 

15. Committee to Report at the Next Annual Meeting 
Subjects for Iuvestigation and Discussion. 

16, Committee of Arrangements for Next Annual Con- 
vention at Saratoga: R. ©. Blackall, Delaware & Hudson 
Canal Co., Albany, N. Y.; D. Hoit, Giibert Car Manu- 
facturing Co,, Troy, N. Y. 

By order of the Execuuve Committee of the Association, 
all railroad managers in the country have been requested to 
send representatives of the permanent way, or road, depait- 
ments of their lines, to meet the Master Car-Builders at a 
meeting to be beld on Wednesday, June 11, at 10 a. m., for 
a joint discussion of the gauge and form of rails, and the 
gauge of wheels and form of wheel-treads and flanges, with 
a view to recommending standards for both. It is expected 
that the Secretary of the Car-Builders’ Association will 
read a paper on the subject at that meeting. 

A meeting for the revision of the Rules Governing the 
Condition of, and Repairs to, Freight Cars for the Inter- 
change of Traffic, will be held on the first day of the Con 
vention, on Tuesday, Juve 10, at 3 p. m. 

Other matters of interest to master car builders, and of 
importance to railroad companies, will come up for con- 
sideration. There is every reason to believe that the con- 
vention will be one of the most interesting which the Asso- 
ciation has thus far held, and that the attendances will be 
larger than ever before, 

The Constitution of the Association provides that any 
person holding tbe position of Superintendent of the Car 
Department, Masics Car-Builder, or Foreman of a railroad 
car-shop, or one representative from each car manufactur- 
ing company orother company owning over one thousand 
cars which are not 1n process of purchase by other parties, 
may become an active member by signing the constitutior, 
or authorizing the Secretary to sign for bim, and paying his 
dues for one year.* By aresolution adopted ata meeting 
of the Executive Committee, held on May 6, the Secretary 
was requested to invite all persons who are eligible to be- 
come active members of the Association. With that end in 
view, and for the purpose of enabling the Secretary to 
make as near a complete list of members as possible before 
the next Convention meets, a blank application for member- 
ship is inclosed, which persons who are eligible and dis- 
posed to become members are requested to fill out and send 
to the Secretary as early as practicable. 

The Committee to whom the duty was assigned have 
arranged with the Congress Hall Hotel in Saratoga for the 
accommodation of the members during the session of the 
Convention. Persons disposed to engage rooms in advance 
should communicate with Mr. R. H. Southgate, proprietor 
of Congress Hall Hotel, whose office, until June 10, will be 
at No. | East 41st street, corner of Fifth avenue, New 
York city. 








Liability for Injury to Employes. 





After public hearings and deliberate consideration, the 
Labor Committee of the Legislature has unanimously re- 
ported to the House a bill regulating the liability of em- 
ployers for personal injuries suffered by their employés 
while in service. In our issues of the 5th and 7th of March 
last, we considered this matter at length, and indicated the 
two considerations which should guide legislation on this 
subject. The bill, as reported, regards the distinctions sug- 
gested, and while relieving somewhat the hardships devel- 
oped in the working of the present system, yet very prop- 
erly does not completely everthrow the well-established 





* The annual dues of active members have heretofore always 


been $5, and by a provision of the constitution cannot exceed 
that amount. 





doctrine of common employment, laid down in 1842 by 
Chief Justice Shaw in Farwell vs. the Boston & Worcester 
Railroad, which decides that a servant teking employment 
is held to contemplate and assume the dangers and risks in- 
cident to the service. 

This bill is based generally upon the English act of 1880, 
and in — ts is similar to that reported to our 
Legisiature last year, but not adopted. It ae pear | holds 
the employer liable when the injury is caused by defects in 
apparatus, undiscovered because of negligence of the em- 
ployer or his inspector or superintendent, or by obedience 
to the rules of employment, or to commands of superior 
authority. It thus preserves the doctrine of common em- 
ployment as between workmen in the same grade and inde 
pendent of each other, but protects and indemnifies the 
injured employé when he is deprived by the requirements 
of the master of the opportunity of exercising discretion in 
caring for his own safety. We should regard it as unwise 
to go to the length asked by some of those appearing before 
the committee, of entirely removing the distinction between 
injured =a and injured strangers, because we believe 
that injuries should be borne by the class whose negligence 
caused them, as a means of securing greater cere in the dis- 
charge of duty, and hence greater public safety. 

In the case of railroad companies, the bill holds them 
responsible in case of negligence of any employé in charge 
of a train, switch or signal service, but delays the operation 
of this section until March 1, 1885, and further provides 
that a railroad company may exempt itself from this lia- 
bility by adopting some scheme of mutual relief and assur- 
ance, to the fund of which, presumably, both employer and 
employé is to cuntribute, and which scheme must receive 
the approval of the railroad commissioners. Tbis may be 
regarded as one of the most valuable features of the bill, 
and if it works well in the case of railroad corporations it 
should be extended to other employers having large numbers 
of employés. 

This system of mutual assurance has been largely adopted 
in England with great acceptability, and to some extent in 
America. Perhaps the most nvtable instance in this coun 
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try is that of the Baltimore & Ohio Railrcad Employés’ 
Relief Association, which has bees in operation for the past 
four years, and has been of great benefit to the employé< of 
that large corporation. lt is very comprehensive in its 
scope, including not only provisions for indemnity in case 
of accident, but securing pensions, annuities, insurance, 
hospital service, and building advances wh:.cb may be availed 
of by the members, 

The aspect of the question was ably presented to the 
committee by George S. Hale, Esq.. who submitted a bill 
containing a detailed plan of organization for such relief 
associations. There can be little doubt of the wisdom and 
value of such societies, if wisely devised and administered. 
Not only do they secure aid to a deserving class in times of 
distress, but they develop an esprit de corps which im- 
proves the service and works a practical co-operation be- 
tween labor and capital which does much to secure the suc- 
cess of the enterprise, the welfare of the workmen and the 
fullest benefit to the public. 

This bill, therefore, is a conservative and wise step in the 
direction of guarding the workman from injuries which he 
may be powerless to escape. If adopted, its full effect can- 
not be determined until its various sections shall receive 
judicisl application in the large variety of cases which will 
arise. Although presented late in the session, the subject 
has been so fully discussed in former legislatures and in the 
press, that the members should be able to vote intelligently 
ufon the bill without prolonged debate.— Boston Advertiser, 








Strength and Elasticity of Structural Steel. 


At the meeting of the American Society of Civil Engi- 
neers. May 7, a paper by James Christie on ** The Strength 
and Elasticity of Structural Steel and its Efficiency in the 
Form cf Beams and Struts,” was read by the author. He 
said that the various grades of steel possess such a range of 
physical properties, that it is imp-ssible to consider the 
metal as one might treat of iron. 

It is customary to denominate the grades of steel by the 
percentage of carbon they contain. The higher the carbon, 
the bigher the tenacity of the steel and the lower 
its ductility. Steel whose carbon is below 0.15 per cent. is 
conventiorally known as mild or soft steel. The steels sub- 
jected to the tests described in this paper were of two dis- 
tinct grades, mild and hard; both being products of the 
Bessemer converter, the hard steel having 0.36 per cent. 
of carbon, and the mild steel 0.12 per cent. The tensile 
tests were made on strips about 24 in. long, to which were 
clamped plates exactly 12 in. apart. The compression tests 
were made on specimens 12 in. long inserted in a tube, and 
the space between the specimens and the tube filled with 
fine sand. The tests on transverse resistance were made 
on bars of 83or4in. diameter and on solid flange beams 
from 8 to 12 in. deep, all being supported at the ends and 
loaded in the middle. ‘ 

Extended tables were then presented of these various 
tests and it was stated that the results showed that the elas- 
ticity of steel and iron is practically uniform. The steel 
may stretch less than the iron in tension, but the steel 
shortens most under compression. Transversely, if there is 
any practical difference the advantage in stiffness probably 
belongs to steel, but the elasticity of both metals is so close 
and uncertain that further experiments may modify the 
average results here found. The specimens show that the 
elastic limits for tensile and compressive stress for the dif- 
ferent grades of steel are practically equal per unit of sec- 
tion, and the transverse resistance is approximately pro- 





portionate to the longitudinal resistance, and that the 
strength of the material indicated on tensile stress will serve 
as a comparative measure of the absolute strength of irou, 
or of either grade of steel ; but as the transverse elasticity 
is practically alike, beams of iron, or of eitber grade of 
steel of the same Jength and section will deflect alike under 
equal loads below the elastic limit of iron. 

Tables were presented of experiments on flat-ended struts 
of both mild and hard steel. It was stated that the experi- 
ments on direct tension and compression’ prove that the 
elastic limits of steel of any particular grade are practically 
equal per unit of section for either direction of stress. A 
similar equality is known to obtain with iron. Therefore 
for the short struts in which failure results from the effects 
of direct compression, the tensile resistance of the material 
will serve as a comparative measure of strut resistanve.. As 
struts increase in length, the lateral stiffness becomes a 
factor of increasing importance. The transverse elasticity 
of steel and iron doesnot vary much. The tendency will be 
for struts of steel and iron to approach equality of resistance 
as the lengths are increased. Mild steel will fall to equality 
with iron when the ratio of length to least radius of gyration 
is about 200 to 1. Hard steel would fall to practical equality 
at a point beyond the bounds of practice. 

This paper, and the paper previously presented by Mr. 
Christie giving experiments on the strength of wrought- 
iron strats, were then discussed. 

Mr. A. P. BOLLER expressed the opinion that the varia- 
tions in the compressive resistance of iron shown by these 
very careful experiments were so great that it was i-a- 
practicable from them or from any other experiments so 
far as had yet been made, to prepare a formula which 
would ever give satisfactory results, and that dependence 
must be placed upon experimental charts which will express 
extreme values for all sections. 

Mr. THEODORE CooPER considered the experiments of Mr. 
Christie most valuable, particularly in carrying out a com- 
plete series with different end connections upon the same 
class of materials. The paper shows that slight changes in 
the direction of the lines of applied forces produce great 
changes in the results. By interchanging different sizes of 
ball-and-socket joints it shows the influence of the size upon 
compressive resistance of the struts. It gives a more com- 
plete knowledge of the action of struts of high ratios of 
length to transverse directions than before existed. The 
method of using the last dimension gives a fair comparison 
between the various forms. Attention was called to the 
relation of the ball and sockets to the transverse dimensions 
of the struts, and diagrams were presen by Mr. Cooper 
showing the influence of the size of pins relative 
to the width of the struts. From the great effect 
of non-centring the line of applied force upon columns and 
of initial, though minute, bends in the materials, and the 
increased influence of possible side blows, it is very impor- 
tant not only to keep the working strains within proper 
limits, but also to specify a limit to the number of diameters 
to be used in all columns. In recent specifications this limit 
has been about at 45 diameters, corresponding approxi- 
mately to about 120 radii of gyration for the usual forms of 
bridge columns. With this proviso a practical formula may 
be reduced to very simple forms. 

Mr. ROBERTS expla‘ned that his works bad had no “ axe to 
grind” in making the tests, nor any interest in having them 
show one thing over arother. He thought the preference 
for mild steel or iron in English ship-building might be due 
to the very inferior iron often found there. 








Jeffrey’s Railroad Speeder. 





It is cleimed for the style of band-car showntin the accom- 
paoying illustration, that it is worked much more easily 
than the usual forms, because it depends upon the action of 
the legs instead of the arms and back, and requires a motion 
very similar to that of walking. Thishand-var was awarded 
the first premium at the Chicago Exposition of Railway 
Appliances, as the best for the particular purpose for which 
it is designed. Many of the so-called ‘‘ express” hand-cars 
are quite as hard to work as the ordinary form, and are 
entirely unsuited for the purpose for which they are sup- 
posed to be designed—to enable one or two men to pass 
easily and rapidly over the line. 

The speeder was invented and is manufactured by T. B 
Jeffrey, No. 38 South Canal street, Chicago. It is built of 
maple and iron tubing, bas 18 in. drivers, and weighs com- 
plete 160 lbs. Itissold at$40 and has been alreedy well 
tested in practical use on many railroads. The Chief En- 
gineer of the [Detroit, Lansing & Northern Railrcad 
makes the extraordinary statement that *‘ upon a grade of 
130 ft. per mile, and a pretty heavy head-wind, he went 
right along without any greater fatigue than in walking the 
same distance,” which statement if made concerning almost 
any other kind of hand-car would pass for an exaggeration. 
The principle of this vebicle see the proper method for 
obtaining the maximum of human power for the purpose 
with the least fatigue. 








The Panama Canal. 





Engineering gives the following summary of the progress 
of the canal, obtained during a recent inspection of the 
works: 

Some idea may be gathered of the progress made, and of 
what remains to be done, from the following figures, which 
refer only to the movemert of material, rock, earthwork, 
and dredging. The total quantities to be dealt with are: 


: Cubic metres. 
BOA oon ciccccccc 02 sceescce cogvesessescecesess seep 26,9133, 06 
PRG IE ORE GONE noc cccn sc ccccgesves ceccecsengessoces 7,632,000 
PE dacs. woven <s dace 66apasntannbs sequnexsedsd 41,295,000 


The amount of material actually removed up to the Ist of 
March last was as follows: 


Cubic metres. 
IR. oan ss. , on a on 2sednnnsevece*ecncvebecccesanesse 452.000 
pe, NAGE OE GHEE... occa d wed ccccdsnsrncesacoccasconte 752,500 
BEIGE. «cv ccepocedcasecugescce -edecscoedsensse soccene 2,967,000 


[A metre is 1.30 cubic yards| 


Thus up to that date one-sixtieth of the dredging, one- 
fiftieth of the rock cutting, and one-fifteenth of the earth- 
work excavation had been done. 

Of the 600 millions of francs subscribed for the comple- 
tion of the canal, 300 have been spent in preliminaries and 
plant, and 100 in purchasing and improving the railway, so 
that there remain 200 millions for finishing the whole work, 
which is to be done, according to present expectations, in 
1888. But besides the work contemplated at the commence- 
ment, there are some enormous supplementary additions. 
The diversion of the Chagres River, and the construction 
of a dam in connection with this work ; 10 million additional 
metres of dredging in the port of Colon; a system of locks 
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at Panama; and we belicve a far greater amount of rock- 
cutting than the sections originally showed. One of the 
most important of these unforeseen works—the regulation 
of the Chagres River—has not yet been decided on; it will 
of necessity be an undertaking of great magnitude, not only 
as regards the dam itself, but on account of the enormous 
masses of water that have to be dealt with during the rainy 
season. - 

During the past year, or rather during the dry season, 
there were about 12,000 men at work on the excavations, 
and it is expected that at theend of the year about 25,000 
men will be employed, but durmg the wet months, when 
operations in many parts of the line are suspended, only 
from 6,000 to 8,000 men are employed. The prices paid to 
contractors for earth excavation have been 2s. [48 cts.] per 
cubic yard, and the wages paid to the laborers is 5s. [$1.20] 
perday. Although the average work of a laborer, with the 
assistance of the Decauville payne | plant employed, is from 
6 to 8 cubic metres per day of the light friable soil of which 
the earthwork is composed, the greater part of the excava- 
tion is in rock, where progress is necessarily slow, and under 
the most favorable circumstances the canal could not be cut, 
even by employing the maximum number of men available, 
in anything like the time anticipated, to say nothing of the 
great supplementary works before alluded to. In refer- 
ence to one of these—the dam for the Chagres River—the 
engineers are now engaged in making a more complete sur- 
vey of the Chagres Valley; this will not be completed for 
some months, and until it is finished the height of the dam, 
and the sectional area of the deviation canal cannot be de- 
termined. 

(Full details are then given of the making of the dredges, 
which are not very satistactory, although they move from 
8,000 to 6,000 cubic metres per day each.) 








English Open “Goods Wagon.” 


We publish this week a drawing of an English open 
goods, or high-sided wagon, adapted for carrying 8 tons (of 
2,240 lbs.) of general merchandise, which may be taken as 
a type of the vehicle extensively used in England for the 
same purpose as our boxfreight cars. Although the details, 
such as wheels, buffers, etc , used on the ‘‘ wagons” belong- 
ing to the various English railroad companies, may vary 
from each other, yet the same general design of construc- 
tion is maintained amongst nearly all of them. 

The whole of the timber forming the underframe is of 
North American oak cut out of the butt, and free from de- 
fects. All joints, tenons and mortices are bedded with a 
coat of thick white lead. The frame is firmly bolted and 
tied together with transverse and longitudi:al tie-rods, 
% fin. diameter, and bound together with [strap bolts, 
etc., in the position shown. All bolts used in the construc- 
tion of the underframe are % in. diameter. The principal 
dimensions of underframe are as follows ; 






Length over buffers .....08c00 62 0-000. secvccccaecocces 18 ft. 
a **  headstocks (or end sills) lft. | 
OF eNOS. occic cs c00 crecadinndss sovsem 4s 7 ft. 9 in 
Section of solebars ..-Llin. xX 4%in 
* headstocks. . aoe ---Jlin. X 4% in 
ercssb urs, OF traMmSOMeS.........-.seeeeee llin. x 44 ip, 
ve longitudinal Struts, .........ceeeeeeeeeees Sin. X 34 in 
S diag val My.  siveses 400. cueseeens llin. X 3 in 
Distance between solebars.... ......0.5 ceseeseee ee ...6 ft. 1 
Wheelbase........ kK BWNades sah tebbhans. Secounasqanaee ft. 
Height of buffer centres............esceceececcceccecsecs 3 ft. 4 in 


The body of the wagon is constructed as foliows ; The end 
pillars and bottom rails are of oak. The planking for sides, 
ends, doors and flooring is of best Swedish red deals, grooved 
and tongued. The doors, one on each side, are fitted with 
strong wrought-iron hinges and catches, as shown on draw- 
ing. The sides are supported by wrought-iron knees, corner 
plates, straps and coping iron. 

Dimensions of Body. 


TOG WONG oes ods cccs.dcaniwansswe, veberensa voce 14 ft. 7 in. 
Breadth * ey 2 ‘ 

Heignt Of sides. ........cccsecccccccccccccscececcecs 2 ft. 10 in. 
LORS CE BOGE <a occcnscrvecscavenene snceesensecseas 4 ft. Gin. 
rn ey er 2 tt. Sin. 






Section of bottom rail 
end piilars......... 
of sides and ends e aheeeee 

GNU. iccxcccusietbhaeen sas esas 


The axle guards are of 3in. x 34 in. iron, in the crowns, 
and 2% in, x 8 in. in the wings. : 

The axle boxes are of sound cast iron, arranged for grease 
lubrication with the cover at the top. The brass bearings 
are made of a mixture of 20 lbs. ingot copper, 5 lbs. yellow 
brass, 214 lbs. block tin. They are bored out and bedded to 
the journal of axle with red lead. 

The wheels are 3 ft. 14¢ in. diameter, the centres being of 
solid wrought iron, and having eight 1 in. to \ in. 
tapered spokes welded into the rim and the boss (which is 
9\4 in. diameter x 7 in. thick) soas to form a single forg- 
ing. The axles are of best Yorkshire iron of the Lowmoor, 
Bowling, Monkbridge or Cooper’s manufacture, turned to 
template, so as to be strictly interchangeable. Their di- 
mensions are as follows: . 


Thickness 


Length centre to centre of journals. .............++.005 6 ft. 6 in 
Length of jotrmals ... 2.22.00 cccccccercoccccccsesececs o* 
Diameter OF POUTHAN..06. oon cis ccccccscccsccseneess vee 3% * 
Diameter of wheel-seat .. ....ccccsccccerccccccccsccese | oe 
Diameter at centre Of axle..............06 -ccccccens ove 44 “ 


The tires are of best quality Bessemer steel, 5in. x 2 in., 
and stand the test, without fracture, of being pressed into 
an ovalshape by bydraulic power, and bear 2 in. of com- 
pression for each foot of external diameter. They are truly 
turned on the inside before being shrunk on the rim of the 
wheel, and turned on the outside to gauges after the wheels 
have been forced on their axle. The tires are secured to 
the rim by the class of fastening known as the ring and key, 
which consists of a dove-tail ring let into the rim and 
secured by hammering the tires over it at intervals, a short 
length of the ring, known as the key, being put in last, after 
the other portion of the ring has been fixed. The buffer 
heads and rods, and the draw-bar hooks, are of hammered 
scrap iron, and the draw-chains of best cable iron. The 
combined buffing and draw-springs are of the laminated 
form, consisting of 19 plates 3 in. wide, the back plate being 
4g in. and the remainder % in. thick, and tested by being 
driven back straight, before the hoopsor buckles are put on, 
without losing any of the original camber. After this test, 
the back plate is detached from the other spring plates and 


must show a camber of not less than 1414 iv. The length of 
spring unloaded is 5 ft. and the camber 1 ft. 4 in., which is 
reduced to 7 in. when in place, 

The bearing springs are made from best quality spring 
steel, and tested in the same way as the buffing springs; but 
the back plate must show not less than 444 in. camber after 
the other platesareremoved. These springs are 3 ft. 6 in. 
long, with a camber of 5 in. unloaded, and consist of 11 
plates 4 in. x 3¢in. The ends work in cast-iron shoes. The 
brake is of the side-lever form, with a toothed rack and two 
elm blocks. 

The bolts and nuts are all Whitwo1th’s standard. Horse 
hooks, ticket racks and sheeting rings are fixed in the posi 
tion shown on drawing. 

The wagons are painted as follows: All knots are well 
protected with patent knotting before being primed. The 
outside of the body, underframe, iron work, etc., receive 
three coats of lead color, each coat being allowed to dry be- 
fore the next one is applied. The last coat is mixed chiefly with 
boiled oil, so as to come out with a good gloss, The whole 
of the iron work, wheels, springs, etc., have one coat of 
black. The initials of the company, number, etc., are 
painted in white. 








Gontributions. 
Gardening on Right of Way. 





TO THE EDITOR OF THE RAILROAD GAZETTE : . 

Within-the last two or three years I have passed over a 
number of roads, and have noticed that, even during that 
time, an era of marked improvement seems to have begun. I 
wish just to speak of one matter,viz., of ornamentation. Ofii- 
cials seem to have discovered the fact that travelers prefer 
neat cars, gentlemanly conductors and brakemen and at- 
tractive scenery, as well as good road-bed and quick time. 
It is my experience that, other things being equal, a trav- 
eler prefers that route which has the most beautiful scenery 
and the finest effects along its line. 

Particularly noticeable and pleasing are the floral orna- 
mentations lately placed along a number of roads—the 
Pennsylvania, the New York, Lake Erie & Western, the 
West Shore, and the New York, Pennsylvania & Ohio seem 
ing to lead in this. Ihave been especially pleased with the 
improved appearance of the Delaware Division of the New 
York, Lake Erie & Western road. This division extends 
from Port Jervis, N. Y., to Susquehanna, Pa., a distance of 
over 100 miles. It winds along the Delaware River, and 
passes through a country rich in rugged mountain scenery. 
A number of small villages repose in the niches and small 
valleys that nestle at the base of the mountains, and present 
a striking contrast to the other scenery, as the train winds 
in and out among them. Until recently but few attempts 
had been made to improve on the handiwork of nature in 
that region. Buta change has been wrought. Now that 
division seems to be lined with flowers—or was last year— 
and grass plots and neatly painted station houses. The 
banks along the road have been freed of the unsightly piles 
of old ties, the scrap-heaps and other @ébris which usually 
line railroad banks, to the infinite disgust of the traveler. 
The latter is now gone, and even as early in the season as 
this the road looks neat and attractive. Flower beds of 
every shape and of different sizes make the eyes of the 
traveler dance with delight at every turn of the road. 

I wish to thank those railroad officials who are making 
these improvements,and to commend their example to others. 
They show an appreciation of taste that deserves encourage- 
ment by travelers who sometimes tire of dusty cars, rolling 
fields, and even of the sight of ‘‘ cattle grazing on a thousand 
hills,” and long for glimpses of pretty flower-beds, attractive 
greenswards, and neat roadsides. Let s have more of 
them. ‘W. T. D. 

New York, May 2. 








Concerning Brakes. 


WILMINGTON, Del., May 7, 1884. 
To THE EDITOR OF THE RAILROAD. GAZETTE: 

Having been a subscriber to your paper for several years, 
I would like to ask some information about brakes. 

For ordinary work and in all conditions of rail, what is 
the best proportion of weight resting on the wheels to 
which brakes are applied, to apply to the brake-shoes ? 

Also, what is the best position for centre of shoe with 
reference to centre of axle ; whether it should be the same 
distance above rail as centre of axle, or below the centre ; if 
so, how much? It is the usual practice to put them down, 
but what is the advantage ? INQUIRER. 

[The usual rule in regard to the pressure on brakes 
is to make it equal to the loadon the wheel. Mr. West- 
inghouse’s very elaborate experiments, which are by 
much the best existing authority on the subject, show 
that a pressure equal to the load on the wheel is just 
sufficient to slip-the wheel at very slow speeds, say 
one or two miles per hour, but that at higher speeds 
a pressure of from five to eight times greater is neces- 
sary to produce the same effect. A full description of 
the results of these very interesting experiments will 
be found in the Railroad Gazette for 1879, page 99. 

There is no theoretical advantage in placing the 
brake-shoe below the centre of the axle, except that 
the brakes are somewhat less likely to ‘‘ jump” or slip 
irregularly when applied, and there is the further 
incidental advantage of giving a longer brake-hanger. 
It is, however, a custom which is sometimes followed 
to a greater extent than is_necessary, in special forms 





of truck, There is, on the other hand, a certain 


decided disadvantage in placing the brake-shoe much 
below the centre of the wheel when the brakes are 
hung from parts above the springs in the usual 
manner. This disadvantage is that any movement of 
the springs must move the brakes with them, and this 
necessarily puts a tremendous strain upon the attach- 
ments, which is increased in proportion as the brake- 
shoes underhang the wheel. 

To obviate this difficulty the Pennsylvania Railroad 
has decided on a change in the previous custom of 
hanging the brakes, by adding a U-shaped iron, 
attached to the spring plank, from which to hang the 
brakes, instead of hanging them from the top bolster. 
—EDITOR RAILROAD GAZETTE. | 








Maintaining Track Level. 


New Brunswick, N. J., April 19, 1884, 
To THE EDITOR OF THE RAILROAD GAZETTE: 
My note to you of the 31st of March, on the subject of 
level track, was written merely as an endorsement of your 
views expressed in the editorial on the ‘* Gravest Defect of 
Maintenance of Way,” stating in a few words how the road 
under my supervision was found as to level, and the means 
resorted to to correct the defect. Your comments seem to 
require some reply upon my part. 
The subject of level track is not a new one tome. I have 
been advocating its importance some years, and have given 
the subject a great deal of attention. The first opportunity 
I had of carrying out my views was two years ago, when 
I was given charge of 29 miles of the New York Division of 
the Pennsylvania Railroad, between Stelton and Trenton. 
The piece of track referred to in my note of March 31, 
I found to be out of level from % to 11¢ inches for almost 
the whole length of tke division, the gauge varying from % 
to %ofaninch. It was tocorrect these two defects that I 
especially directed my attention, the line and surface having 
always been fairly good. By the constant use of the level 
and gauge in six, months the irregularities in level were 
reduced so that the maximum deflection from true level was 
lg inch (true level being obtained in many places), the gauge 
rarely wrong more than inch. These results were ascer- 
tained by examination on the ground, and verified by the 
track indicator car diagrams, Takiug these figures, together 
with the fact that the piece of road in question bas been 
conspicuous for its smooth riding, and that the General Man- 
ager’s first prize for the best line and surface between Pitts- 
burgh and Jersey City was awarded to it for the first time 
in 1882 and again in 1883 ; remembering also the extraor- 
dinary traffic and extra fast trains over it—taking this into 
consideration, it is but natural to say that if this track could 
be put into fair level, while keeping up the road in other 
respects, the means employed (‘‘ issuing positive instruction 
for the constant use of the spirit level”) are worthy of some 
consideration, and are sufficient to overcome, toa certain 
extent, the defect in question. You seemed to think this 
was not enough. TO use your words, “ orders 
are all very well, but orders area poor substitute for making 
a man realize that what he is told to do is really the neces- 
sary and proper thing to do.” 
It may be the glass of water reveuls too much. It usually 
does, as you state; but the fault is in the track, not the test. 
Its beauty as a test as well as its utility is in reducing its 
revelations to the minimum. To illustrate : By constantly 
riding over the road with the glass of water placed on the 
window-sill at rear of train, noting carefully the bad places 
and having the same put into proper shape, by the end of the 
season we were enabled to carry a glass of water on the 
windowsill of av ordinary day coach in rear of train from 
starting at Trenton to the shop at New Brunswick, 2514 
miles, in 31 minutes, including one intermediate stop, with- 
out any water spilling from a glass within 14 inch of being 
full. Earlier in the season, with the same train, the glass in 
question was many times almost entirely relieved of its con- 
tents before the run was completed. It required many goings 
over to get the road in condition to stand this test. That 
described in your article of March 28, by road-masters watch- 
ing the impacts against the railsfrom rear of train, etc., is a 
very good one, but I think the water test is simpler, as it does 
not require so close attention. I havetried both frequently, 
and still give my preference to the glass of water. I did not 
offer it as a substitute to the band level. A car level attach- 
ment was suggested in your article of March 28, though you 
inferred the same. I consider a good level board and spirit 
level all that is necessary for a track foreman to have, to de- 
termine the relative position of the rails. They no more need 
a level-indicator attached to their hand-car, id my way 
of judgment, than they do a gauge indicator. 
The level and gauge are the only positive track 
instruments we have, and I should surely say where 
perfection in these two particulars is desired, that 
it is the road-master’s fault if it is not obtained, and not 
the track foreman'’s. The most unskilled labor can very 
quickly be drilled into using both the level and gauge with 
great accuracy. My difficulty has been to find the proper 
persons to line and surface the tracks, as this requires the i 
greatest skill in track labor. Where 10 men can be found 
to level up one rail to the opposite one which has been prop- 
erly surfaced, it has been difficult to find the one man to do 
the required surfacing. I have experienced even greater 
difficulty in getting good men to line track properly, especi- 
ally on long tangents. 

The subject under discussion is an important one, and 
with the road-masters and general track-masters thoroughly 
awakened to the fact, I think there is no doubt that it can 








be greatly corrected and “0¢ long remain “the gravest 
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defect of maintenance of way.” Each road-master knows 


his own track best, and whohe has to deal witb, so with an important feature of any proper investigation. 
him should remain the details of correctiug this defect. lthe “ further steps” 


Where positive instruction are dead letters, let him by all 
means stop issuing them, and resort to dynamite or moral 
persuasion, as the case may require. 
VictoR WIERMAN, 
Supervisor Pennsylvania Railroad. 

|Mr. Wierman’s experience and success certainly 
entitle him to speak with authority on this matter, 
and his letter contains much that is instructive and 
interesting. In reference to the glass of water test, 
the objection raised was not that it does not reveal 
defecis most effectually, but that it does not, as 
doctor’s say, diagnose the disease, by showing that 
such and such jolts directly result from the one cause 
of imperfect level and from that alone. It simply shows 
that something is the matter with the track, which is 
all that is necessary for the practical work of inspec- 
tion after one has a realizing sense of the relative 
effect of bad line, bad surface, bad joints, etc., in 
causing the water to spill. Although made without 
apparatus or mathematical formule, the ‘ test” 
which was proposed in the Railroad Gazette is 
purely in the nature of an experiment in mechanics, 
and not for practical every day use, for which, as Mr. 
Wierman says, it exacts needlessly close attention.— 
EDITOR RAILROAD GAZETTE. | 








Investigating Car Couplers. 


SHARPSVILLE, Mercer Co., Pa., ; 
May 5, 1884. \ 
JO THE Ep1TOR OF THE RAILROAD GAZETTE : 

In your editorial of April 25, commenting on my article, 
that appeared in the Gazette of that date, under the title, 
** Reform in Car-Coupling,” you say that you do not believe 
that my “plan,” for bringing about reform, ‘‘could be 
executed, nor that it would be likely to be successful if car- 
ried out.” 

In the article above named I suggested a convention 
of the Railroad Commission of the several states for the 
ultimate purpose of obtaining, from fit persons to be 
specially employed for the werk, an exhaustive report on 
the *‘car-coupler matter,” with advice as to means for re- 
lieving men employed in coupling railway cars from those 
risks to which, when handling the ccuplers now generally in 
use, they are inevitably subject. 

I assumed that when advised of the necessity for the in- 
vestigation and report suggested, each state legislature 
would empower its board of railruad commissioners to join 
the others in forming the special commission, and paying 
the expense of the investigation generally. 

The report and recommendations of the special commis- 
sion having been made to the standing committee appointed 
by the commissioners’ convention to receive the same; the 
convention would, presumably, order the report and accom- 
panying documents printed and distributed for the infor- 
mation of the legislatures, the railroad companies and the 
public. The report, if what it should be, will leave no rele- 
vant matter unconsidered, and no pertinent question un- 
answered. Its recommendations, the result of careful col- 
jaboration by experienced and judicious men, will be demon- 
strably just and proper. 

Approved by the public, these recommendations will 
become effective. 

Probably the report would suggest to the legislatures the 
propriety of making some enactments in the nature of 
declaratory laws, but would hardly advise any other law- 
making, 

A gentleman representing a patent ‘‘coupler” who was 
present at the April meeting of the Car-Builders’ Club was 
of opinion that the legislatures *‘ought to compel the rail- 
road companies to put on” certain couplers. The fact is the 
legislatures cannot compel the railroad companies to put on 
any coupler whatever; and the report, to be made as afore- 
said, would not recommend any legislative action looking in 
that direction. 

Perhaps when you expressed your lack of faith in my 
plan you understood me as expecting the Commissioners’ 
Convention to call on the legislatures to enforce compliance 
with all recommendations of the special commission receiv- 
ing the approval of the convention. 

This is not the idea that I intended toconvey. I sug- 
gested that the special Commission should report ‘‘ with 
recommendations as to further steps to be promptly taken 
in the effort for the saving of life and prevention of suffer- 
ing, the necessity for which effort the Commissioners of 
Connecticut, as well as those of Massachusetts, have already 
earnestly asserted.” 

I expressed my belief that the legislatures ‘‘ will concur- 
rently act on such of those recommendations as shall have 
been addressed to them”; but, as just indicated, I did not 
see any necessity for pesndadarnding legislation except such 
as I bave herein specified, and the further action of appro- 
priating money to pay expense of tests, etc. 

You advocate the adoption of the ** plan” proposed at the 
April meeting of the Car-Builders’ Club. As per the report 
of that meeting given in the Gazette of April 25, Mr. 
Keeler proposed that the Car-Builders ‘‘hire a committee 
of scientific men” to examine and report, and that the Car- 
Builders should then “‘ witness tests and decide for them- 
selves.” He thought that the railroad managers would 
‘‘ readily accede” to suggestions thereupon made by the Car- 
Builders. 

Mr. Forney thought “that was really the only practical 





way of aaa the question.” The making of tests will be 
One of 
that the special commission of the 
convention of state commissioners would recommend would, 
doubtless, be the making of thorough tests, under the super- 
vision of the special commission. 

A report of the tests would make part of the printed 
report go out to the community. 

The cost of a propér investigation will be large enough to 
make it a burden hardly to be borne by any club or associa- 
tion now in existence. 

Several coupler inventors present at the club meeting 
aforesaid, offered to subscribe to a fund for tests. Mr. 
Forney very properly objected that ‘‘the person on triaj 
should not fee the judge.” 

Indeed, the investigating commission should be in the pay 
of neither the inventors of couplers, nor the car-builders, 
nor of the railroad companies. 

As you say, the demand for a reform of the existing con- 
dition of things, under which men ergaged in coupling rail- 
yoad cars are crushed and mangled “by the thousand,” 
justifies ‘‘ extraordinary methods, efforts and expenditures ” 
in bebalf of the needed reform. 

The railroad companics will have enough to do to remodel 
their couplers. 

The public will uncomplainingly bear the expense of the 
investigation proposed. The railroad companies are not 
likely to unanimously volunteer to pay the cost of such in- 
vestigation. As you remark: ‘‘the difficulty of securing 
the united action of a number of independent organizations, 
like railroad compaaies, is an enormous one”; and there 
arein the United States about 1,500 railroad companies 
having railroads vomplete or under construction. 

I adhere to my original proposition for a convention. 

The statements made in my article, of numbers killed and 
wounded in coupling cars, are based on estimates made 
after careful analyses of various official reports of railroad 
commissioners and railway companies. As stated in that 
article such reports do not explicitly classify casualties. 
Hence one cannot give exact figures ir this matter. But I 
took care not to make my figures exaggerate the ioss of life 
and limb from injuries suffered in coupling cars. 

As to my statement of the number of railroad employés 
annually killed or injured while in discharge of their duties, 
I explain that according to the compendium of the United 
States Census of 1880, there were in the United States, up to 
June 30, 1880, 87,891 miles of completed railroad; and in 
the year prior to the completion of the census, 923 railroad 
employés were killed, and 3,617 injured. 

To be inside the mark I assumed that the increase of rail- 
read miles has been only 12 per cent. since 1880. Casualties 
increasing at the same rate the fatalities among employés 
would now be 1,024, and injuries 4,051 annually. 

J. M. Goopwin. 

[We have little hope of the success of Mr. Goodwin’s 
plan because, in the first place, it requires the simul- 
taneous action of several state legislatures, and the 
@itliculty often encoungered in getting a bill through 
both houses of one legislature shows that this will be 
next to impossible, especially when it involves the ap- 
propriation of money to be used by several states in 
common. In the next place, we have little confidence 
that the associated railroad commissioners, if pro- 
vided with the money and authority, would select a 
competent and trustworthy investigator or investiga- 
tors. With very few exceptions the railroad com- 
missioners have no technical knowledge themselves; 
there never has been one, we_ believe, emi- 
nent for technical knowledge, and there are 
certainly very few that any railroad company 
would intrust with the duty of selecting its superirn- 
tendents, engineers, etc. But the selection of persons 
fitted to investigate a subject like car-coupling, and to 
select and recommend proper appliances, requires 
more knowledge and better judgment than to select 
railroad officers. There would probably be a great 
effort made by interested parties to influence the 
appointment of the investigators, which would be 
much less likely to succeed with those who have to 
act on the results of the investigation than with any 
one else. The chances would be decidedly against 
getting a valuable report from persons appointed by a 
congress of commissioners, but their valueless report 
might have a great, though undeserved, effect with 
legislative bodies. 

What we suggested, or rather what Mr. Forney 
suggested at the Car-Builders’ Club. is not that any 
club or assocjation of railroad officers should institute 
and pay for an investigation, but that the railroad 
companies should doit. Their executives are capable, 
after taking advice which they know where to look 
for, of selecting a capable director of the necessary 
experiments, and they would certainly intend that the 
investigation should be thorough, and that the appli- 
ance recommended should be practicable, as they 
would be responsible for the expenditure of introduc- 
ing it and the results of its use. It is not by any 
means necessary that all the railroads should join in 
instituting and paying for the investigation. Though 
it may not be easy to secure the co-operation of many 
of them in such a work, we believe that it will be very 
much easier than to secure the co-operation of several 


of state legislatures, while the chances of good results 
would be immensely in favor of an investigation by the 
railroads. They have all the experience and substanti- 
ally all the knowledge there is on the subject. They have 
nearly all the men qualified to make such an investi- 
gation. They have the means at command. The 
state does not know what needs to be done, has no 
agents qualified to find out, is just about as likely to 
take the advice in such a matter of an ignorant and 
interested party as of any one else, and has no such 
interest in the matter as to impel it to take great care 
to reach a good result. In view of the woful in- 
efficiency of governments in performing the proper 
functions of government—thcse at least which it has 
to perform habitually and exclusiveiy—it surprises us 
that it should be proposed to give them such a task as 
this. In a country with tried and efficient adminis- 
trative corps, and especially technical corps, like 
France and Germany, it is reasonable enough that 
government should conduct such investigations. Our 
state governments have no qualifications for such 
work.—#DITOR RAILROAD GAZETTE: | 





ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the current volume of the Raitroad Gazette ; 
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illinois Central............. 164, 202 
International & Gt. Northern.357 
Kentucky Central.............. 279 
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St. Paul & Duluth.....0...00020! 7 
Sandy River......... 7 
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Chesapeake & Ohio. 


This company owns a line from Newport News, Va., 
through Richmond to Huntington, W. Va., and thence to 
the Kentucky line, 499 miles, with 18 miles of short 
branches, making 517 miles inall. The reportis for the 
year ending Dec. 31. 

The general balance sheet, very much condensed, is as 
follows : 
First preferred stock and scrip.. ¢ Ssedexecises SBO0G TER OO 
Second preferred stock and ser ip.. iets banievacenee! Sn . 9,169,056.80 
Common stock and scrip cscecéioccase ss SUE 
Purchase money furding bonds..... .:............. 2,279,C00.00 
Bonds of 1908, series A, NCES, cigs oes: seeeamices 2, 00,000.00 
Bonds of 1908, series B, 6 per cent.......... | ..... 14,969,930.00 
Bonds of 1918, — —- . 10,105,669.87 


Bonds of 1911 .. ... 2,000,00:0.00 
Bonds GF BOLs................: at atice henmrgh ecemapabeiee 42,000.00 
Equipment trust bonds........ .........202 ceeeeees 1,014,000.00 
Liabihties fr which securities are to be issued. 708,198.66 
INS. i SR, ccc oh cbnis nm bbe 496,869.67 


Bills, accounts and balances payable... ............ 
Earnings from organization of Co 


Total.... Se re 
Property account.............. 
Interest paid in cash or scrip 
Reorganization experses . 
Expenses paid to date. . fare 
Cost of bonds and stecks ........ .. 
Materials, coal, ete.... .... 
Accounts and balances receivable.. 
Cash 


1,614,239.17 
15,590,404.03 


_ $83,638,432.36 





60: 3,-66.47 
657 320.32 
147,032.28 
— —— -—— $83, 638,432.36 


The total amount of stock of all classes, including scrip, on 
Dec. 31 last was $32,818, 120.96 ; the total amount of bonds 
(including equipme:.t trust) was $32,409,999.87 ; an increase 
during the year of $1,114,836.51 in stock and of $837,- 
766.66 in bouds outstanding. 

The earnings for the year were as follows: 








1883. 1882. Inc. or Dee. P.c. 
Freight ... ..$3 081,082 $2,600,539 I. $480,493 18.0 
Passengers... a 695,105 624,798 I. 70,07 11.0 
Mail and express .... 88,082 $3,394 I. 4,688 6.6 
Miscellaneous. ... .. 42,573 26,446 I. 16127 61.0 
ae $3,906,792 $3,334,977 a 671, 815 17.0 
Exvenses...... .... 2,553,493 2,286,005 I. 267,488 11.0 
Net earnings $1,048.972 I. $304,327 29.0 
Gross earn. per mile. 7 "B57 6,77 ee 479 «611.5 
Net ‘ 2.618 2.132 I. 486 23.1 
Per cent. of exps. .. 65.36 68.55 D. 3.19 


The increase in gross earnings was accompanied by did « a 
moderate increase in expenses, leaving a large gain in net 
earnings. 

The operating expenses for the year were divided as fol- 
ows: 








Per cent. 

Per cent. of of gross 

Amount. total exps earnings. 
Conducting tra sr peeorge $961,734 37.67 24.61 
Motive power. . 721,395 28.26 18.47 
Maintenance of cars 279,786 10.95 7.16 
Maintenance of way 484,951 18.99 12.41 
General expenses.......... 105,627 4.13 2.71 
EARP Ee RR $2,553, 493 100.00 65.36 


No comparison can be made with the previous year, on ac- 
count of a change adopted last year in the method of classi- 
fying the working expenses of the road. 
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The result of the year was as follows: 


Peek CORDS. 08 BRON. 60.5 5:scqncasonssbace supmaaunboe $1,353,299 
EN ota" cts SSC To. ceeramaneoesaecene seem $46,441 
Interest on funded debt ............. .2...e0e 79. 
—— 1,025,701 
Ee | ny a ee $227,598 


The interest liabilities to be paid in cash for the current 
year will be $1,279,260. 

There was $1,016,158 paid during the year for new equip- 
ment and $337,621 for new equipment. 

The traffic for the year was as follows : 


1883. 1882. Inc. or Dec. P.c. 
Pass.. train miles... 876,457 776,006 I. 100,431 13.9 
Freight train miles.. 2,847,361 2,598,174 L. 249,187 9.6 
Pass. car miles..... 4,231,819 3,855,405 I. 376,414 9.7 
Freightcar miles... 57,777,534 52,798,489 I. 4,979,045 9.6 
Passengers carried. 572,572 484,338 I. $8,254 18.0 
Passenger-miles .... 29,287,252 23,975,484 I. 5,311.768 22.1 
Tons freight carried. 1,748,676 1,472,374 I. 276,302 19.0 
Ton-miles. . .......426,279,070 345,488,716 I. 80,790,354 23.4 
Av. train load: 
Passengers, No..... 33 31 1. 2 65 
Freight, tons....... 150 137 I. 13° 9.5 
Av. rate; 
Per pass. mile.. .... 2.370cts. 2.600 cts. D. 0.230cts. 8.8 
Per ton-mile........ 0.723 * 0.794 “* YD. 0.071 * 8.9 


The tonnage given above is of revenue freight only. 

Of the freight moved 15 per cent. was through freight, 
37}¢ per cent. local freight other than coal, and 4714 per 
cent. was coal. The average rate per ton-mile on through 
freight was 0.763 cent, on coal 0.557 cent, and on other 
local freight 1.153 cents. - 

The average rate on all freight was 0.723 cent, the aver- 
age cost 0.482 cent, leaving the profit 0.241 cent per ton- 
mile. The average rate per passenger-mile was 2.37 cents, 
the cost 1.70 cents, and the profit 0.67 cent. 

The earnings per freight train mile were 108.3 cents gross, 
and 72.2 cents net; per passenger train-mile 89.4 cents 
gross and 32.6 cents net. 

The General Manager’s report notes the substitution of 
iron bridges for the old combination bridges over the Coal 
and Guyandotte rivers which were too light for the present 
equipment use. The arching in Big Bend tunnel was re- 
newed, 763 ft. of brick work baving taken the place of tim- 
ber. The track renewals included 136,230 new ties and 
about 76,000 cubic yards of ballast. Some progress bas been 
made in tbe planfor double tracking the road, work having 
been begun at Fayette station on the New River. where 114 
miles of second track were laid and 10 miles of grading has 
been done at other points. 

The President’s report says that the company has not 
yet realized the full benefits of 1ts extension to Newport 
News. During the spring months a considerable loss of 
busiess was caused by the floods and the consequent damage 
infl.cted upon the country from which the road draws most of 
its business. Tae grain elevator at Newport News, which 
has a capacity of 1,500,000 bushels, has been completed and 
is now ready for business. The coal traffic bas continued to 
show an increase, notwithstanding the present state of the 
iron business, and a considerable demand bas sprung up for 
the supply of coal to ocean steamers. The President ex- 
pects that the greater part of the future increase of the 
traffic of the road will come from the development of manu- 
facturing and mineral industries. 

The road is nowin very good order, and expenditures for 
the current year will be limited to such additions as will 
yield an immediate return, among which are included addi- 
tional wharf facilities at Newport News, exten-ions and 
sidings at convenient points, so arranged that they may 
hereafter be used as part of the second track and assistance 
to coal-mining and furnace companies, 

The Klizabethtown, Lexington & Big Sandy road con- 
tinues to be the principal western connection, and by ‘its 
operation under the management of this company satisfac- 
tory results have been secured. The Kentucky Central road 
has recently been placed under the same general manage- 
ment as this road, and it is expected that it will hereafter 
prove a more valuable connection, especially when the south- 
ern extension is completed. The exchange of business 
with the Scioto Valley road Las been continued, and arrange- 
ments are under consideration for improved connection with 
the Cincinnati. Indianapolis, St. Louis and Chicago. under 
which it may become necessary to build a new bridge over 
the Ohio at Cincinnati. Authority nas been secured for the 
construction of such a bridge. Considerable traffic has been 
exchanged with the Louisville, Evansville & St. Louis rvad. 
The railroad along the river front of Louisville, connecting 
the roads entering that city from opposite directions, bas been 
completed, after much delay, so that it is at last practicable 
to run standard gauge cars from Newport News to Memphis, 
by way of Louisville. It is thought that it will soon be de- 
stable to build the extension of the Big Sandy road from 
Lexington to Elizabethtown, 85 miles. 

The opening of the railroad between Memphis and New 
Orleans, which is owned by the Louisville, Texas & New 
Orlcans Co., will extend the connections of the road to New 
Orleans, and thence over the Southern Pacific system to 
California, Tbis road will probably be completed during 
the summer. It was to have been finished in May, but the 
work has been delayed by high water on the Lower Missis- 
sippi. 

Changes in the condition of the capital stock and funded 
debt since the last report are not important, and with the 
increase in the earnings which is anticipated, the company 
will shortly be able to show a surplus over its fixed charges. 


ELIZABETHTOWN, LEXINGTON & BIG SANDY. 


The report gives the following statements for this road, 
130 miles,extending from the West Virginia line to Lex- 
ingtoo, Ky., and forming the western extension of the road. 

The traffic for the year was as follows: 

Passenger train miles. 
Freight as - 
Freight car miles. . 


219,063 
374,338 





Passengers carried. 230,640 
Passenger-miles Tinea aohtecerabh wed 8,467,587 
Tons freight carried........... ee eee eee 681,118 
DORs 6iso so ccccs Ciceniseeess 2500a0s Denbocet sencants 44,634,200 


The average earnings per passenger-mile were 2.220 
cents ; expenses 1.755 and net earnings 0.465 cent. The 
rate per ton-mile on through freight was 0.961 cent, on coal 
1.140 and on other local freight 1.360, the average for all 
freight being 1.122 cents. The average train-load was 39 
passengers or 119 tons of freight. 

The earnings for the year were as follows: 





WES ee oheesascnse  Secesrim, -aaiek Dp esnaspeeiae ...8500,672 
RS ic... ixaccss GELSRLenlsdas coadusclcek. obs. 8s 188,772 
ND a i isivinn, cians ag snsResani tag, ehependioatens 18,319 
TR Pa discab cist iscsaehcbeteise skeetestece esas 5, 
Total.($5,485 per unile) .... .......2020000 oe see oe 713,102 
Expenses (60.64 per COME)... ...,.nc2-cercccns secrsccres 496,594 
Net earnings ($1,665 per mils)..............---+.... $216,508 


The Chesapeake & Ohio Co. operates this road (keeping 
its earnings and accounts te from those of its own 
road),and turns over the net earnings to the lessor company 
as rental. 





Chicago, St. Paul, Minneapolis & Omaha. 


This company’s report for the year 1883 gives the mileage 
of the lines owned and operated on Dev. 31 last, as follows : 

Eastern Division : 
Elroy, Wis., to St. Paul........ 
St. Paul to Minneapolis Deiks//) sbwadeceeseadachty 
ea Branch, Stillwater Junction to Still- 

a ee he BEF caaene oo 9 RR I ees ~ 
South Stillwater Line, Stillwater via South Still- 

water to Hudson Bridge. ......... ... ...... ... 4.40 
River Falls Branch, Hudson to River Falls, Wis.. 12.21 


Eau Claire Branch, Eau Clair. to Lumber Mills... 2.74 
Neillsville Branch, Merrillan Junction to Neills- 
WEIN vai scnenese oa yeyhOp vinden! 4058 Ah haka0es |, wedAsn s jede 14.00 
— 243.74 
Chi: wa Falls & Superior Line : 
Eau Claire to Chicago Junction .. .... .........- 79.68 
Superior Junction to Superior City............... 62.00 


141.68 
Northern Division : 

North Wisconsin Junction to Bayfield, Wis.... ... 178 15 

Ashland Junction to Ashland...........-..-...65 + ‘ 

182.53 
St. Paul & Sioux City Division : 

St. Paul to Sioux City, 

Lake Crystal to Elmore 





Heron Lake to Woodstock... . ...++--+++-++ s++- 
Sioux Falls Junction to Salem...... ....... -eoe . 98.00 
RAWORRD GO TIOGR scr ccces cos cccseccccscdesss sone 28.00 


483.14 





Nebraska Division ; 
Missouri River Transfer......... . . ........0000- 
ng oh. eee 
Coburn Junction to Ponca 
Emerson to Norfolk 





223.83 
Total C., St. P.,M. & O. R’y................ 1,274.92 
Menomonie Railway—Proprietary Road : 
Menomonie Junction to Menomonie....... . .... 3.0L 
Menomonie Junction to Cedar Falls.............. 2.01 
oe 5.02 
eR tai Sais cea Path oe, hb Utica 1,279.94 


Additions during the year were 161.47 miles, including 
lines from Bloomer, Wis., to Chicagu Junction, 54 60 ; 
Cable, Wis., to Bayfield, 58.15; Ashland Junction, Wis., 
to Ashland, 4.38; Eau Claire, Wis., to Chippewa Falls, 
10.58. makiug 127.71 miles in Wisconsin, and in Nebraska 
from Wakefield to Hartington, 33.76 miles. The average 
mileage worked (not including the proprietary line) was 
1,187.01 against 1,044.30 miles in 1882. 

The equipment consists of 181 locomotives ; 68 passen- 
ger, 2 dinirg, 2 sleeping, 3 mail and 36 baggage and ex- 
press cars ; 3,059 box, 210 stock, 1,473 flat and 99 caboose 
cars ; 2 pay and officers’ cars, 7 derrick and tool cars, 3 
pile-drivers and 3 steam shovels. The company also owns 
two transfer steamers and one barge pile-driver. 

The general balance sheet is as follows, condensed: 


Common stock and serip..... ....... we 











Less owned by company..... .... .. 633.33 
——_ - —-— $18, 559,760.00 

Preferred stcck and scrip..... ...... $11,264,233 41 

Less owned by company ....... pints 4,300.00 
$11,259,933.31 
I ON iii | nies indeed) cabyhiawbetsake 21,086,620.00 
Minneapolis Eastern bonds guaranteed............ 75,000.00 
Bills and accounts payable, accrued interest, etc.. 847,373.83 
Unciaimed dividends and January dividend....... 197,533.00 
Income account, balance .. ... ........ ........- 1,652,860.28 
WE east occmesentaeonss 2, 5 Sauleeeiaian aerial $53,679,080.42 

Road end equipment... ....... .... $49,993,541.12 


Stocks, bonds and advances... ..... 


1,515,579.48 
Co.’s bonds on hand 882.50 


IIR, 5 3c5 tek Gendawes Kode panese 595,463.44 

Accounts and balances receivabie... 369,327.06 

MSs SadiNcsiaah. aakeanenseme soon 1, 155,286.82 
———----— $53,679,080.42 


The funded debt cousists of $3,000,000 Chicago, St. Paul 
& Minneapolis 6 per cent. bonds; $800,000 North Wiscon- 
sin 6 per cent. bonds: $125,000 Hudson & River Falls 8 per 
cent. bonds; $6,080,000 St. Paul & Sioux City 6 per cent. 
bonds; $334,800 St. Paul, Stillwater & Taylor’s Falls 7 per 
cent. and $30,000 depot 10 per cent. Londs; $10,716,820 
consolidated 6 per cent. bonds. The yearly interest charge 
is $1,271,245. 

The Land Department reports sales of 519,005 acres dur- 
ing the year. Tbe total cash receipts on sales, land con- 
tracts, stumpage, etc., were $675,258. The assets, includ- 
ing land contracts and bills receivable, amounted on Dec. 31 
to $2,206,424, besides the unsold lands. 

The earnings for the year were as follows : 




















1883. 1882, Inc. or Dec. Pec. 

No 55<0a00see pen $3,843.948 $3,478,624 L. 5,324 10.5 
Passengers oe 1,311,217 I. 159,342 12.2 
ns. .... 3,967 64.093 I. 9,874 15.4 
Express.... . ‘ me 5,792 I 15,362 20.3 
Miscellaneous ... 35,657 32.476 I 3,181 9.8 
NOMS is docGeiesesetel $5,515,285 $4,962,202 I. $553,083 11.1 
Expenmses............-+ 3,623,827 3,240,787 I. 383,040 11.8 
Net earnings......... $1,891,458 $1,721,315 I. $170,043 9.6 
Gross earn. per mile... 4, 4,755 D. 106 «2.2 
Net si ” ise 1,593 1.648 D. 55 3. 
Per cent. of exps...... 65.7 65.31 I. ORD isin 


This does not include the proprietary line (5.02 miles), the 
earnings of which were $20,356, and the expenses $32,713, 
showing a net loss of $12,357 for the year. 

The expenses for the year were divided as follows: 





P. c. of P. c. of 
Total. total exps. gross earn. 

Maintenance of way........ $758,095 20.92 13.75 
Motive power..............- 1,292.11 35.66 23.43 
Maintenance of cars....... 309,0: 8.53 5.60 
Corducting transportation. 861,073 23.76 15.61 
General expenses.... .....- 202,610 5.59 3.67 
NE ois s dvss bs 2 occ 5.54 3.64 
WORE ce ue cijaceeaseeeens $3,623,827 100.00 65.70 


There was a nearly uniform increase in all the items, ex- 
cept in the general-expenses, which sbowed a decrease of 
16.4 per cent. Excluding the taxes, the expenses were 
62.06 per cent. of gross earaings. ‘ 

The result of the year was as follows : 





Net earnings. as above........ 0 ..-..26-56 ce cee . $1,891,458. 27 
Net receipts from land grants......... .........2++. 547,777.02 
vee ee ine wasn thse SS eaeg» (SO GED ARE. OD 
Intereston bonds. ....... . ....$1,068,747.41 
tela. .0fs\ ii. See BAA aides Zs) a's 35.563 66 
Loss on proprietary roads......... : 12,356.85 
Dividends on preferred stock, 7 per 
Se ee ree re er 770,476.00 
—-—--— __1,887,143.92 
Surplus for the year... ......-....2.20---eeeeee $552,091.87 
abntene. THOR. BES TE aces ccs oa osc cceccecccsncnus 1,160,768 .91 
Balance Dec. 31, 1883 ... 0... .. ee ee eeeeeee oe $1,652,860.28 


Additions to construction account for the year were 
$2,907,403, of which the sum_ of $2,018,843 was 
for new lines and extensions, and $354,668 for new equip- 





ments, the balance being for real estate, new yards, new 
buildings and similar work. 
The traffic for the year was as follows : 


° 
1883. 1882. Inc. or Dee. P.c. 
Pass. train miles..... 1,024,317 875,302 I. 149,015 17.0 
Freight train miles.. 2,252,614 1,916,664 I. 305,950 15.7 
Total loco. miles..... 5,362,468 4,621,418 IL 741,050 16.0 
Pass. car miles ..... 5,587,088 nce eee Al cbsatere eeae 
Freight car miles.... 38,328,579 .. ...... ay egheeeee - 
Passengers carried... 850,718 821,436 L 29,286 3.6 
Passenger-miles . . . 57,330,593 53,755,630 IL. 3,574,963 66 
Tons freight carried 1.748,942 1,946,031 D. 197,089 10.1 
Ton-miles ...... .... 268,673,769 275,824,581 D. 7,150,812 2.6 
Average train load; 
Passengers, No ..... 56 61 D. & 82 
Freight, tons ........ 119 142 D. 23 16.2 
Average rate; 
Per pass.-mile....... 2.58 cts. 245cts. I O.18ct. 53 
Per ton-mile....... . Lh* s28. . 3...037'*. 085 


Locomotive service cost 24.90 cents per mile-run. Loco- 
motives ran 1.64 miles t> each revenue train mile. 

The average earnings per mile run were for passenger 
trains $1.63; for freight trains, $1.72. The average earn- 
ings per train-mile for all trains were $1.69; the expenses, 
$1.11, and the net earnings 30.58 per mile. The figures do 
not include company’s freight. 

The average passenger train was 4.33 cars; the average 
freigbt train 17,01 cars. The average passenger journey 
was 67.39 miles: the average freight haul 153.62 miles. 
The average number of trains moved on each working da 
of last year, including all lines and branches of the road, 
was 42.61 passenger. trains and 112.76 freight trains. 

The equipment was increased during the year by the pur- 
chase of 16 locomotives, 2 dining cars, 9 passenger, 4 bag- 
gage, 2 caboose and 200 coal cars. 

The lines in Wisconsin under construction at the date of 
the last report are finished and in operation, in addition to 
which a line has been built from Eau Claire to Chippewa 
Falls, 10.58 miles long, uniting the Eastern and Northern 
divisions and completing a direct line between Eau Claire 
and the terminal points of the road on Lake Superior. This 
road as well as the rest of the Chippewa Falls & Northern 
road was purchased by this company when completed. At 
Bayfield and Ashland the necessary terminal facilities have 
been provided and at Washburn, where it is expected that 
the principal transfer between lake and rail will take place, 
grounds for tracks and buildings were secured and a dock 
150 by 500 ft. will be ready for use by the opening of navi- 
gation. At this point there are many advantages, includ- 
ing uniform depth of water, protected situatiov, and a sbore 
line readily adapted to a track system, while it avoids the 
heavy grade required to reach Bay City. 

In Nebraska a new section of country has been opened up 
hy the construction of the Hartington Branch from Wake- 
field on the Norfolk Branch to Hartington, 33.76 miles. 
This line was opened for business Nov. 1 and « rapid devel- 
opment of the country thus reached has already begun. 

On the Florence Cut-off work has been delayed by unforc- 
seen difficulties, but four miles of the track are now Jaid and 
the remaining two will be ready for use in June. 

The second track between St. Paul and Stillwater Junc- 
tion, seven miles, bas been completed and laid with steel 
rails, and several irregularities of grade on this section were 
corrected at the same time. A considerable amount has 
been expended on the oli line in ballasting, ditching and 
other improvements to the road There bave been laid 
42%/ miles of new steel rails, replacing steel of lighter weight 
which has been used on new extensions aind for sidings. 
There were 18%{ miles of new sidings laid, and on the North- 
ern Division a large transfer yard has been built at 
Spooner. 

A number of new buildings which have been erected are 
noted. The iron bridge at Hudson was completed early in 
the yearand a large number of pile and trestle bridges have 
been renewed. 

The telegraph line has been extended over the new lines 
and the company has now 1,035 miles of telegraph in good 
working order. 


New York, Chicago & St. Louis. 





The reports submitted at the annual meeting of this com- 
pany in Cleveland last week, for the year ending Dec. 31 
last, the first year of the operation of the road, give the fol- 
lowing statements : 

“The road extends from Grand Crossing, near Chicago, 
Ill., to Buffalo, N. Y., a distance of 514.54 miles, 5.94 miles 
of which are double main track. There are 85.38 miles of 
sidings, including yard and shop tracks and Y connections 
with other roads, making a total of 503.86 miles; 561.87 
miles of this are laid with steel and 41.99 miles with iron 
rails, 

** The equipment consists of 108 locomotives; 24 first-class 
passenger cars; 10 second-class passenger cars: 1 officers’ 
car; 1 pay car; 10 baggage cars; 4 baggage and mail cars; 
80 caboose cars; 1,200 flat cars: 210 gondola cars; 4 derrick 
cars; 700 stock cars and 4,500 box cars. 

“At all lc2al stations of any importance are convenient 
depot buildings. At Chicago the passenger and freight de- 
pots and yard tracks of the Lake Shore & Michigan Soutb- 
ern Railway Co. are used and our trains enter that city from 
Grand Crossing over the tracks of that company. 

‘** At Buffalo the local freight business is transacted upon 
the Lake Shore & Michigan Southern tracks and the passen- 
ger station of the New York, Lake Erie & Western Railway 
Co. is e 

The earnings and expenses of the road for the year were 
as follows: 


. $2,000,562 








i SEL ESCaemmentes sinesberennees 

PRGDURIIOUB. 6 056cc sasgnccccccescos coe 00s seeccccoecsos 232,623 

EE a ae ee oe U4 498 
Total ($4.524 per mile)............0...006 cee + 9 G2,827,683 

Expenses (72.57 per Cent)........-6 -ceee cee cece ceee ees 1,689,204 
Net earnings ($1,241 per mile)............ .. «.-. $638,589 


The net earnings amounted to about two thirds of the 
amount required to pay interest on the funded debt. No 
statement of payments from them is given. 

The report says: “Trains commenced running Oct. 23, 
1882. but on account of unsatisfactory arrangements for 
terminal facilities at Chicago and Buffalo were practically 
limited toa car-load exchange with connecting roads at 
those points and prevented from transacting a merchandise 
business. This state of things remained unchanged until 
May 1, 1883, when we were admitted to the premises of the 
Lake Shore Railway, and the use of the tracks of the Il/inois 
Central Co was then discontinued and trains run over the 
Lake Shore & Michigau Southern Railway between Grand 
Crossing and Chicago. , baa 

“The establishment of through line freight orgavizations 
via our different connections at Buffalo required time, and 
not unti] late in the season were satisfactory results realized. 
The net earnings of the last four months of 1883 were 
$467,826, being 73 per cent. of the net earnings of tbe entire 
year. The incomplete condition of the road rendered it 
necessary to make considerable expenditures for shops and 
shop machivery, station buildings, yard tracks and similar 
wok.” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for ses under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts + sere 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to itsimprovement. Dis- 
cussions of subjects pertaining to ALL: DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, umes, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 








THE SITUATION. 


The events of the week in Wall street are likely to 
lead men to review more carefully the general eco_ 
nomic situation, and try to ascertain whether it is an 
undermining of foundations that has caused the fear- 
ful sinkings of late, or whether it has been due to an 
earthquake, whose cause is mysterious and which at 
least is beyond the power of man to prevent or foresee. 
Apparently some men have not yet been able tosee 
why the business of the country is not on as stable a 
foundation as it was three years ago, before the de- 
cline of railroad stocks began, and when there was the 
greatest activity in nearly ali kinds of industrial enter- 
prises, when men were so confident of a good market 
for an increased production of nearly everything that 
is manufactured, that in all branches of business great 
efforts and expenditures were made to extend the 
business. 

We have tried many times in the past four years to 
show that the course which things were taking could 
not possibly continue permanently or very long, and 
that if persevered in it must inevitably result in dis- 
aster; and we have brought forward statistics which, 
it seems to us, proved this conclusively. In a country 
which exports very little manufactured goods, the 
capacity to manufacture was being increased probably 
four or five times as fast as the population increased; 
while the area under cultivation, which affords by far 
the largest part of our exports, was not growing 
as fast as the population. We can almost say that 
the whole of the increase of population was directed 
to the production of the goods to supply a home mar- 
ket already well supplied, or to provide the means for 
a future great increase in production—erect the build- 
ings, make the tools and machinery, and get out the 
materials for them. In four years we have had an 
increase of nearly 12 per cent. in population, it is true, 
but there has probably been an increase of 50 per cent. 
in many of the industries which supply this 
population, and there has been an increase of 39 per 
cent. inthe mileage of the railroads to conduct the 
transportation of this population and which it alone 
supports. 

Now this could be a healthy condition of things only 
if the country were very inadequately supplied with 
goods and transportation four years ago, or were get- 
ting a very large part of its supplies abroad which 
could be provided here advantageously. But four 
years ago was probably very nearly the time when the 
average consumption in this country was the 
greatest it has ever been; and the increase of 
home industries here since has not materially de- 
creased our aggregate consumption of foreign goods. 
It is almost inevitable, then, that there should now 
be a capacity for greater production of some staples 
in the country than can be consumed; and certainly if 
87 horses (or thousands of miles of railroad) were 
enough to do the work of 500 (or 50 million) people 
in 1880, 120 must be too many for 56 in 1884. When 
the census was taken in 1880 there were 575 people in 
the country to every mile of railroad; at the beginning 
of this year, only 3} years later, there were 466, the 
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population having grown meanwhile at an unprece- 
dented rate. 

At the close of last year we presented the facts 
affecting the situation somewhat at length. They 
made it clear, and it seems to us that it has been 
clear ever since 1881, that things were out of joint, 
and some disturbance in business was to be ex- 
pected. But long before the close of 1883 the dis- 
turbance had begun, and in some things was clearly 
evident. Railroad stocks, especially, had fallen 
greatly sincethe middle of 1881; the great iron industry 
was suffering, and some other manufactures were com- 
paratively unprofitable. As there had beena gradual 
sinking for a long time, even those least satisfied with 
the situation believed that collapse and panic were not 
to be apprehended; stocks, especially, seemed to 
have sunk so far that they had not far to fall. Never- 
theless, we have had something like a panic this week. 
Stocks which pay and long have paid 7 per cent. yearly 
fell 10 points in one day, and when this happens 
many always fear that worse may come. 

So far as the present economic situation is con- 
cerned there is nothing visible which should precipi- 
tate a panic, unless it comes as the culmination of a 
long period of bad conditions, such as we have called 
attention to above. That is, there has been no sudden 
and great change in any of our leading productive in- 
dustries. One of these is the production of anthracite 
coal, the demand for which reflects toa considerable 
extent the condition of many manufacturing indus- 
tries in the East. For the four months ending with 
April the production of anthracite for eight successive 
years has been: 





Year Tons. Year. Tons. 

1877 mE ee eee 7,853,940 
AEE Se OR eee 7,685,509 
eee a ee 9,188,323 
ME aaa spaxewsina Ry | Re 8,616,715 





Thus the production this year has been larger than 
in any other except last year. 

The production of bituminous coal in Western 
Pennsylvania and Maryland and the coke carried by 
the Penns; lvania Railroad, have been, for four years: 


1881. 1882. 1883. 1884. 
COE cceriswarn 2,234,596 2,62- 134 2,951,341 2,823,692 
MME ss, 5.0 sania. 843,177 1,035,985 1,072,615 1,931,065 


This coal and coke are used very largely in the iron 
and other manufactures of Western Pennsylvania and 
elsewhere further west, and considering the re- 
ported condition of these industries it is astonishing to 
see that the coal and coke production have been but a 
trifle less than last year, when it was largest. 

The winter grain movement, for the five months 
from December to April, inclusive, has been in bushels : 








—--—— Noi thwestern. —-—— Atlantic 
Receipts. Shipments. receipts. 
1879-80... 77,601 334 51,857,009 97,253,329 
68,485,480 44,464,138 
.-. 66,364,313 48,723,202 
. 94,648,191 57,655,698 


92,096,338 62,721,861 
Thus the Northwestern receipts this year were much 
greater than in any other year except last year, and 
the Northwestern shipments were the largest ever 
made, but the Atlantic receipts were, with the ex- 
ception of 1881-82, the smallest since 1877. 
The April movement for six years has been : 


———Northwestern.——— Atlantic. 

Receipts Shipments. receipts. 
reer 11,250,898 12,183,859 18,272,531 
MEL a>. )Gs%-hdisance ances 13,214,345 21,478,184 19.170,621 
Ns Cid nine ean baa> kins 15,223,503 14,597,985 16,938,903 
|, SE PE 12,593,893 13,210,228 5,935,810 
1883 -o.. 11,782,751 16,078,055 9,583,014 
1884 .. 11,783,496 17,739,777) =| 11,224,321 


Thus the April movement was in every particular 
larger than last year, and the Northwestern shipments 
were never before so large in an April when naviga- 
tion was closed. 

The packing and shipment of provisions, which next 
to grain form the chief exports of the Northwest, 
have been unusually small this year, and the 
exports of the first three months of the year were 
54 per cent. less than last year. The shipments 
of cattle from the West have been, however, 
rather larger than ever before. The movement of 
lumber from Chicago has been large, perhaps as large 
as last year, and this is a traffic of great significance. 
The shipments of merchandise from New York, a 
traftic of still greater significance, has been quite as 
large this year as last, and larger than in any previous 
year except 1882. The earnings of 76 railroads for the 
first three months of the year were nearly the same as 
last year, but their earnings per mile were 7 per cent. 
less. For April the 49 roads that have reported show 
an increase in their aggregate earnings of 7} per cent., 
and but a trifling decrease in earnings per mile. 

There is visible here generally little decrease in ac- 
tivity from our most active year, but in our leading 
exports—in grain, provisions and cotton—there has 
been a very large decrease from last year. 

So far as want of confidence is concerned, it is dif 
ficult to trace its origin or course. When there is a 
failure of a great financial institution many are usu- 








ally carried down with it, and want of confidence 
necessarily results, because no one knows who is sol- 
vent. It is one of the peculiar features of the present 
troubles, however, that money has been plenty and 
the rate of interest unusually low, which, we believe, 
has never happened before on the eve of a financial 
panic. and gives reason to hope that this will be but 
the shock felt when, after sinking rather than falling 
a long distance, we at last touch bottom. 








THE LOW RAIL RATES AND THE GRAIN MOVE. 
MEN 


Time enough has elapsed now since the reduction 
of the east-bound rate to 15 cents made the grain ship- 
ments very large to see whether the light seaboard 
receipts this season had any connection with the rates. 
We have shown repeatedly that the receipts of the 
Northwestern markets during the past winter were 
actually very large; that the shipments of those mar- 
kets were also large, though not large enough to pre- 
vent large accumulations in the elevators, but that the 
receipts at the seaboard were decidedly small. Below 
we give the average weekly Northwestern receipts 
andishipments and the Atlantic receipts and exports in 
each winter month and the actual movement in each 
week since February, in bushels: 

Northwestern.—— ———-—Atlantic —-—— 












Av. per week. Reveipts. Shipments. Receipts Exports. 
December...... ..5,481,635 2,181,904 pe eee 
January..........4,359,430 2,361,068 1,675,774 1,975,360 
February....... 4,585,655 2,719,244 1,811,922 1,388,476 

Week to— 

March 8.........4,706,048 2,697,966 1,721,499 1,412,281 

ee 15.........4,902,106 5,359,514 2,047,942 1,561,846 

22 ...... .4,486,653 3,539,566 2,606,217 1,150,945 

= 29.........4,171,067 4,176,111 2,823,541 1,528,891 
April 5..........3,3818,127 4,344,131 2,887,282 1,261,068 

~ as p : 4.495,594 2,360,033 1,925,317 

4.5 369 2,929,157 2 
4,377,383 3,047,849 2,272,794 
6,290,827 2,349,731 2,038,666 





Evidently the reduction in rail rates from 30 to 20 
cents March 14, and to 15 cents March 21, did not in- 
crease the receipts of the Northwestern markets, for 
from the time of the last reduction those receipts be- 
gan to fall off rapidly, and in the last week were 40 
per cent. less than the week the first reduction was 
made. Of course this reduction of rates d d not cause 
the falling off in receipts, but on the contrary, it is 
probable that the receipts would have been somewhat 
smaller than they were even, if rates had not been 
reduced. Other circumstances affected the receipts, 
and especially a great fall in the price of wheat, which 
greatly exceeded the reduction in the cost of carriage 
from the West to the seaboard. 

The Northwestern shipments manifestly were con- 
siderably increased after the reduction in rates, but 
we may be certain that it was not entirely because of 
the reduction, for this same fall in the price of wheat 
cheapened it to the Eastern and foreign buyer much 
more than the reduction in rates, and substantially 
the whole increase in the shipments was wheat, the 
shipments of corn, which did not change much in 
price, actually falling off. In the last week 3,217,263 
bushels of the shipments were by lake, and the week 
before 401,883 bushels, but the rail shipments, which 
had averaged about 2,800,000 bushels per week previous 
to the last reduction, averaged about 4,100,000 from 
that time for the five weeks until navigation opened. 

But what we are particularly interested in is the re- 
lation of the Northwestern shipments to the Atlantic 
seaboard receipts. The latter had been much smaller 
than the former through the winter, and the prevail- 
ing impression that the grain movement during the 
winter was very light was due largely to the fact the 
seaboard receipts were light. We see that, though in 
December the Atlantic 1eceipts slightly exceeded the 
shipments of the Northwestern markets, in January 
they were 25 per cent., in February 33 per cent., in 
the first week of March 36 per cent., and in the second 
week 39 per cent. less than the’shipments. Then came 
the low rates, which should affect the seaboard re- 
ceipts about a week later than the Northwestern ship- 
ments. But taking the whole period since March 22 
we find that while the shipments of these markets 
amounted to 28,206,715 bushels, the Atlantic receipts 
were but 16,397,593 bushels, or 42 per cent. less than 
the shipments. Thus the interior markets, which all 
winter were absorbing an exceptionally large propor- 
tion of the grain, took advantage of the low rates to a 
greater extent than the seaboard and foreign mar- 
kets, for they absorbed the shipments to a greater ex. 
tent after than before the reduction, though they had 
taken so much before that it might have been sup- 
posed that they were too well supplied to increase 
their takings greatly. Comparing the seven weeks 
ending with March 22 with the six weeks following 





we have: 
Northwestern Atlantic Excess of 
shipments. receipts. shipments, 
7 weeks to March 22...... 20,274,022 13,623,346 6,650,676 
6 weeks to May 38.......... 28,206,715 16,397,593 11,809,122 
| ere eee 7,932,693 2,774,247 5,158,446 


Thus, in the seven weeks before the reduction, the 
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Atlantic ports took an amount equal to two-thirds of 
the shipments of the eight Northwestern markets ; but 
when low rates and prices caused an increase of nearly 
8,000,000 bushels in the shipments, the Atlantic ports 
took a quantity equal to but 58 per cent. of the ship- 
ments, and the increase in their takings was little more 
than one-third of the increase in the shipments. 

As to the effect of the foreign demand, we find that in 
the seven weeks to March 22, the exports were 9,690,976 
bushels, and in the six weeks following 12,934,434 
bushels. The increase in the latter period was thus 
2,408,458 bushels, which is very nearly equal to the 
whole increase in the seaboard receipts. 

It would seein then that the seaboard cities did not 
increase the supplies which they distribute for domes- 
tic consumption after rates were reduced, but that the 
interior markets did very largely, and that it is these 
interior markets, before the reduction of rates, and 
more afterwards than before, that have absorbed the 
grain shipped from the Northwest. 

As consumption at home does not decrease when 
exports are small, it must be expected that the ship- 
ments to the interior points should be a larger propor- 
tion of the whole when exports fall off, but they seem 
actually to have increased largely, and at a time when 
the exports were very light, as for several months past 
the interior demand has been great enough to make 
the shipments from the Northwest—at least all that 
part of them which is reported—larger than in any 
other year. 

Now this interior consumption is scarcely increased a 
bushel by the difference in price due to such differences 
in rates as the railroads have made thissummer. Vir- 
tually just as much grain would have gone to the in- 
terior towns if the rate had been 30 cents until navi- 
gation opened as has actually gone with demoralized 
rates all winter, and 20 and 15 cent rates since. 
Doubtless not so much would have gone by rail in the 
last six weeks, for a considerable part, no doubt, was 
shipped in advance of the time when il was required, 
and some of this would have been held and shipped 
by canal if the 30 cent rate had been maintained. 
But probably this would not have been a very large 
quantity. The part of the interior which can be sup- 
plied by canal is comparatively a small fraction of the 
whole, and this part is not nearly so eager as the rest 
of the country to take advantage of a very low rail 
rate, especially when it is nearly time for the canal to 
open. Rochester, Utica, Syracuse and Albany ate not 
likely under such circumstances to accumulate great 
stocks of grain while rail rates are low, any more than 
New York is. The latter city, when it was offered an 
opportunity of getting wheat from Chicago at 9 cents 
a bushel, knew that in a few weeks it could get it by 
lake and canal atarateinall probability about as 
low, whatever the railroads might do. Actually the 
lake and canal rate is 614 cents, and if large stocks 
had been accumulated at the 9-cent rail rate it would 
probably have been a mistake. 

If for any reason exports are interrupted, it may be 
to the advantage of the railroads to reduce their rates, 
provided the reduction starts an export movement and 
does not destroy more profit on the shipments for 
domestic consumption than the amount of the profits 
on the export shipments caused by the reduction. 
This, of course, will depend largely on the proportion 
of the total shipments exported. At this time we see 
that the exports are a comparatively small share of all 
the grain moved—smaller than the above figures 
show them to be, because there are ‘large shipments 
from other places than the eight reporting North- 
western markets, whick go to swell the total supply 
consumed in the interior. But considering only the 
shipments of these markets, and assuming that the 
whole increase in exports was due to the lower freight 
rate and none of it to the lower price of wheat, we 
have an increase of the average weekly exports 
amounting to 629,814 bushels, which at 9 cents a 
bushel brought $56,638, and against this we havea 
loss of at least 3 cents a bushel on the other 3,400,000 
bushels of weekly shipments, amounting to $102,000 
per week. Thus, even if it cost nothing to carry this 
increase in grain exported, and the reduction from the 
rate that might have been received was no more than 
5 cents, there was a great loss in the operation. Ac- 
tually the reduction from the rate that might have 
been received was probably nearer 10 than 5 cents per 
100, and the cost of carriage was about equal to the 
gross receipts for carrying. And so far as exports are 
concerned, even at 20 cents per 100, the average 
weekly exports of 1,384,000 bushels before the 15 cent 
rate would have yielded $166,000 gross, and the aver- 
age of 2,015,000 bushels since at 15 cents per 100 has 
yielded but $181,000. Thus the railroads have got 
but $15,000 more money for carrying 629,000 bushels 
more grain. Probably no one can be found who will 
argue that the railroads could have carried this addi- 





tion at a cost of less than 215 cents a bushel from Chi- 
cago to New York. - Thus, even if the reduction in 
rates had applied onJy to exports, it must have 
caused a loss. 








THE PENCOYD TESTS. 





Messrs. A. & P. Roberts & Co., of the Pencoyd Iron 
Works, have recently carried out an extensive and 
exceptionally valuable series of compression tests 
upon struts of iron and steel angles, tees and channels, 
varying the lengths of the samples tested so as to 
cover not only all practical cases, but also lengths far 
beyond the limits of actual practice. By this means 
it is made possible not only to determine the strength 
of struts such as are ordinarily used, but also to form 
a somewhat better conception of the laws governing 
the strength of excessively long struts, so that there is 
less rule of thumb about variations from common 
practice. All constructors recognize the importance 
of this last point. How many failures in new designs 
and inventions have been made by neglecting the 
laws, often only theoretical, governing increased di- 
mensions! Rules of thumb are very convenient so 
long as we apply them only to the same circumstances 
as those from which experience has derived them. It 
is when we desire to pass beyond such experience that 
it becomes vital to know the laws affecting the new 
proportion, and it is then that what is often sneered at 
as theory becomes important. 

The engineer, Mr. James Christie, who had charge 
of these tests for the Pencoyd Iron Works, has given 
in full the results of these tests in two papers recently 
presented to the American Society of Civil Engineers. 

The discussion on the last of these papers, at the 
last meeting of the Society, is summarized in another 
column, The tests are very complete, and Mr. 
Christie has fully presented the results in tabular and 
graphic form. He thus enables any expert to test his 
conclusions and to delve for new ones. 

The tests cover these forms of end connections for 
struts : 

1. Fixed-ended, or those which have their ends 
rigidly secured to their bearings. 

2. Square-ended, or those which have their ends 
squared and abutting only upon their bearings. 

3. Pivoted ends, or those having the ends pivoted 
upon ball-and-socket or pin joints. 

4. Rounded ends, or those having the ends rounded 
so that{they bear only upon the apex of a hemisphere. 

These various forms cover all possible practical 
cases. These experiments, being far more extensive 
than any we have heretofore possessed, show the 
erroneous conclusions drawn from previous isolated 
and limited tests. 

The tests show very conclusively the effects of im. 
perfect centering of the loads upon a strut; of in- 
equality in the material due to slight causes ; of small 
initial bends of the struts; of the sizes and perfection of 
fit of ball-and-sockets or pins. 

When the struts are very short, 5 to 8 diameters 
long, there was no practical difference in the strength 
of the different kinds of struts as long as reasonable 
care was taken to keep the pressure properly cen- 
tered. Above this, the effects of the form of each be- 
came more perceptible. Pivoted-end struts varied in 
strength all the way from those with round ends up 
to those with flat ends. Where the pivots were im- 
perfectly centered and of small diameter, the indica- 
tions were that the struts should be classed with round 
ends ; but where the pivots were of substantial diam- 
eter (one-half to two-thirds of width of strut), well 
fitted to bearings and properly centered, the pivoted- 
end struts proved fully as strong as those with flat ends. 
Round-end struts, from an equal strength with flat- 
ended struts at 5 to § diameters, rapidly fell to one- 
half the strength of flat-ended struts at about 30 to 
60 diameters ; the lower range (30 diameters) applying 
to sections like solid round or square bars, while the 
higher (60 diameters) applies to sections in which the 
metal is massed away from the centre, as in hollow 
tubes or open square columns. 

The tests of struts of steel as compared with the 
tests upon similar struts of wrought iron did not show 
the gain in strength to be more than about 20 per 
cent., against which is to be offset the greater care 
necessary in the inspection of the material and its 
manufacture, and its more treacherous action under 
impacts and bending strains. The great loss of strength 
of a steel shaft is when tested by impacts, for as sim- 
ple an injury as the marking of a scratch awl is found 
to be a matter of very serious consideration. Twenty 
per cent. more strength, if this is indeed all that can 
be hoped for, is hardly a sufficient inducement for 
cautious builders to hastily abandon the ‘old stand- 
by,” good wrought iron, for a comparatively new 
material. 


Especial credit is due to the souemien of the Pen- 
coyd Iron Works for the liberal spirit in which they 
have carried out these tests, without Government aid, 
and for so freely giving them to the public. It is an 
example that could be well followed by others. It is 
to be hoped that the advocates and manufacturers of 
steel will supplement these tests with others as care- 
fully and fully detailed as those of Mr. Christie, and 
will give them then to the free discussion of the engi- 
neering profession. ‘‘ Facts, hard facts” are desired, 
and that they may have due weight, full details of all 
tests should be given, so that experts may not only 
draw their conclusions from these facts, but can test the 
facts themselves by comparing the evidence in detail. 

We understand that the tests of Mr. Christie are to 
be a subject for discussion at the next general con- 
vention of the American Society of Civil Engineers 
at Buffalo, June 10. The discussion ought to be a 
lively one and will perhaps draw out much isolated 
information and put it into a useful form. 








APRIL EARNINGS. 





We have reports for April now from 49 different 
railroads (besides the Oregon Railway and Navigation 
Co., whose earnings are now chiefly by railroad), 
which show the following aggregate result for the 
month : 


1883. 18384. — or Dec. P.c. 
eee 39,618 35,843 3.175 7.6 
Earnings. . . $17,689, ‘929 $16.439,2: 4 : $1,250,961 8.9 
Earn. per mile... 453 476 6 1.3 


This is an unexpectedly favorable result, consider- 
ing the course of earnings in previous months. We 
showed last week that in March the average earnings 
per mile of 76 roads decreased 124 per cent., and there 
was even a decrease of 6 per cent. in their total earn- 
ings; while the 49 roads now reporting for April have 
an increase of no less than 7.6 per cent. in their total 
aggregate earnings. March, we showed, was an ex- 
ceptionally favorable month last year, and April not 
so favorable, so that, comparing with 1882, there 
was an increase of not less than 17 per cent. in 
earnings (by 80 roads) in March, and an in- 
crease of 7.2 per cent. inJearnings per mile ; while in 
April the increase was but 6.7 per cent. in the total 
earnings, and a decrease of 2.2 per cent. in earnings 
per mile. Moreover, the larger part of the increase in 
the total earnings this year—$773,091 out of $1,250,- 
961—is due to the extraordinary gain of one road, the 
Northern Pacific, and if we leave out that one, the 
other 48 show a gain of but 3 per cent. (instead of 7.6) 
in total earnings, and a decrease in earnings per mile 
from $445 to $403, or 9 per cent. (instead of 1.3 per 
cent.) So much effect is caused by a single road that 
we may not fairly conclude from the reports of the 49 
roads that have reported so far what the general 
course of earnings in April was, especially as among 
the roads that report later are several with heavy 
earnings. 

Of the 49 roads reporting, 31 have an increase in 
total earnings, the largest of which, next to that of 
the Northern Pacific, is $114,029 (26 per cent.) by the 
St. Paul & Omaha, $156,300 (163 per cent.) by the 
Louisville & Nashville, ‘$97,730 (14 per cent.) by the 
Illinois lines and Southern Division of the Illinois 
Central, and $89,478 (824 per cent.) by the St. Louis & 
San Francisco. There was no other gain of much 
more than $50,000, but there were some large percent- 
ages of increase, as 24 per cent. by the Lexington & 
Big Sandy, 25 by the Florida Railway & Navigation 
Co., 60 by the Fort Worth & Denver, 31 by the Fort 
Scott & Gulf, 82 by the Mobile & Ohio, and 27 by the 
Ohio Central. On some of the Southern roads the 
comparison is with unusually small earnings last year, 
but elsewhere April earnings were generally fairly 
large then, and small only in comparison with the 
March earnings. 

To show the differing course of earnings from March 
to April in the two years, we give them below for a 
number of the larger roads for both months : 








April March. April 
Northern Pacific... $005. x00 $1,438, 600 $573,709 65,6 
Manitoba.... ..... 701,1 804,999 729,813 812,016 
Mil. & St. Paul.... 1,789,003 1,949,000 2, 043,730 = 1,972,271 
Northwestern..... 1,758,300 1,804,800 2,09: 5299 1,754,379 
St. Paul & Omaha 51,700 548,100 "438, 520 434,071 
Chicago & rt. 006,243, 606,804 686, 694 600,878 

Louis San 

~ ¥- RT ES 415, 179 363,489 351,689 274,011 
Til. Cen. in Iowa .. 140,500 131,300 204,933 156,957 
Ill. Cen. inIl.& So. 852, 797,100 931,924 599,37 
Ind., Bloom. & W. = 222. 195,751 268, 215,914 
Grand Truuk ..... 1,217,242 1,252,357 1,380,821 1,473,509 
Mobile & Obio..... 188,899 170,000 184,844 128,866 
Louisville & Nash. 1,177,370 1,108,750 = 1,141,437 947,450 
Rich. & Danville.. 356,109 317, 0c0 352,414 267,200 
East Tennessee.... 331,109 286,88 321,648 273,322 
Central Pacific... .. 1,624,000 2,034,' 00 2,024,533 2,050,312 


Last year all these roads but the Northern Pacific, 
the Manitoba, the Grand Trunk and the Central 





Pacific had larger earnings in March than in April; 
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this year seven instead of three had the larger earnings 


in April. In the aggregate the 16 roads earned: 

March. April. Excess in 
1883....5.+06 $13,730,712 $12,726.045 March $1,004,667 
BEBE... 0008 12,823,099 13,803,932 April 980,833 


Thus for these roads in the aggregate the position of 
the two months is the reverse this year from what it was 
last. Then they earned about a million morein March 
than in April ; this year they earned about a million 
more in April than in March. It was last year that 
the course of earnings was unusual; earnings are 
usually, except perhaps for Southern roads, larger in 
April than in March. 

If we take the two months together, we find that 
these 16 roads earned $26,627,031 in them this year 
and $26,529,977 last—almost the same in both years, 
the increase this year in April balancing the decrease 
in March. 


The most imporiant decrease reported in April is 
that of the Grand Trunk, amounting to $221,152, or 
15 per cent, All the month it suffered from the un- 
profitably low through rates; the Cincinnati, Wash- 
ington & Baltimore, another road with a considerable 
through traftic, and therefore enjoying the advantages 
of a 15-cent rate, shows a decrease of but 54 per cent.; 
the Indiana, Bloomingtor & Western, 9.2, while the 
New York Central’s St. Louis connection, the Terre 
Haute Main Line, reports a gain of 7.6 per cent. Alto- 
gether the four roads suffered a decrease of $241,478 in 
April, against a decrease of $214,362 in March, $7,605 
in February, $333,392 in January, and $176,330 in De- 
cember. As the shipments have been much larger at 
the 15-cent rate than before, and as the rate was not 
maintained at 30 cents at any time during the win- 
ter, it may easily be that the gross earnings from 
east-bound through traffic have been as large since the 
reduction as before, and if it did not cost anything to 
carry freight, the railroads would not have suffered 
much from it. The Grand Trunk’s decrease in April 
was larger than in March, but smaller than in Janu- 
ary. The Indiana, Bloomington & Western lost more 
than twice as much in March as in April, and less in 
April than in any other month since November ex- 
cept February. Ofcourse it is by no means certain 
that the decreases have been due wholly to the east- 
bound through business. 

The immense gain by the Northern Pacific in April 
is not shown by the Manitoba, which is an indication 
that the increase was not largely due to Dakota busi- 
ness; but Manitoba’s decrease isa very small one, and 
its earnings last year in April were larger thanin any 
month following until October. They are also posi- 
tively large this year, amounting to $580 per mile. 
The opening of navigation, which will enable Mani- 
toba to receive and ship by the Canadian Pacific and 
Lake Superior, may have an unfavorable effect on this 
road; but the downward course of earnings, which has 
lasted for a year now, in which there has been a 
decrease in nearly every month, now scems nearly 
arrested. These roadsin Dakota deserve particular 
attention just now, for it is this part of the 
country which has been growing fastest for some 
years, which has been covered with new railroads, and 
on whose continued growth a great deal depends. 
The very slight changes on the Northwestern and the 
Milwaukee & St. Paul do not indicate great activity, 
but they have so vast a mileage, and so small a part 
of their earnings comes from Dakota or from immi- 
gration, that they might suffer a considerable decrease 
while Dakota was growing with great rapidity. 

The Central Pacific, which in the first three months of 
this year had a decrease of $647,166 (12} per cent.), in 
April reports the trifling decrease of $16,310 (0.8 per 
cent.). The course of gross earnings on this road has 
been similar to that on the Union Pacific, which lost 15 
per cent. in the first three months of the year. It may 
be, then, that the improvement in April (over pre- 
vious months of this year) on the Central Pacific in- 
dicates an improvement on the Union Pacific, which 
needs one badly; but the traffic which these roads 
have in common—the transcontinental trafiic—yields 
but a very small part of the Union Pacific’s earn- 
ings. 





Atlantic Grain Receipts. 





The distribution of the grain receipts among the dif- 
ferent Atlantic ports has varied greatly in different 
months of this year. New York received 47.6 per 
cent. of the whole in January, only 31.7 in February, 
38.8 in March and 41.4 per cent. in April. For the four 
months it received 40.2 per cent. of the whole, against 
38 2 last year, 48 iu 1882, 39 in 1881 and 86.5 in 1880— 
that is, a little larger proportion than usual this year. 
Boston has fluctuated much also, but when its percent- 
age was the largest, New York’s was the smallest. The 
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percentages of the several markets in successive 
months this year have been : 


Four 

Jan. Feb. March. April. months. 
DO BON ecccsss es 47.6 31.7 28.8 41.4 40.2 
ON calc annas ae 20.4 11.2 16.9 14.5 
PUNUMMNE ..5 vcccccencs 4.5 5.9 5.3 2.0 4.2 
MOrtrea....cesccece . 2.5 17 1.5 0.6 15 
Philadelphia.......... 13.1 10.5 12.0 A! 10.4 
Baitimore.....:...... 11.9 13.7 24.3 24.2 19.3 
New Orleans... ...... 10.5 16.1 6.9 7.8 9.9 


Perhaps some connection could be shown between 
these percentages and the lines which cut rates, or 
which cut them most, but it will not be safe to con- 
clude that in the month when any given place had an 
exceptionally large share of the receipts the railroads 
to that place were cutting rates more than others. If 
we know what roads were cutting rates most at any 
given time, however, this table may enable us to see 
what effect it had. Ifthe variation was due to cut- 
ting, we must conclude that New York’s small share 
in February was due to lower rates by lines to Boston ; 
though all the lines to Bosion but one usually carry 
moreto New York than to Boston. In March the 
share of Boston fell off 9.2, and that of New York 
increased 7.1; but a greater change was the gain at 
Baltimore, chiefly at the expense of New Orleans, it 
would appear. Baltimore maintained its large per- 
centage in April; a considerable gain at Boston was 
nearly baianced by losses at Portland and Montreal, 
but Philadelphia lost largely. This lest month! the 
15-cent rate was in force, and under it New York, 
Bosten and Baltimore had a Jarger share of the re- 
ceipts than in the previous four months; the other 
places a smaller share. For six years the percent- 
ages of the several cities have been for the four 
months : 














1879. 1880. 1881. 1882. 1883. 1884. 

New York............ 39.3 36.5 39.0 49.3 38.2 40.2 
ON ae 9.9 12.1 17.6 13.1 14.5 
Portland Siadees sha ee 2.1 1.6 3.2 3.0 4.2 
Montreal ....... <ss) 0.3 0.4 0.9 0.7 1.5 
Philadelphia ee | 18.0 12.0 12.2 31.7 10.4 
Baltimore..... sas tee 21.3 21.7 8.6 19.4 19.3 
New Orleans......... 7.3 11.9 13.2 8.2 13.9 9.9 
Total... .......... 100.0 100.0 100.0 100.0 100.0 100.0 


Thus New York’s share was larger this year than in 
any other except 1882, which is true also of Boston; 
Portland and Montreal had a larger proportion and 
Philadelphia a smaller proportion thanin any other 
year here given ; Baltimore about the same as last year 
and twice as great a percentage as in 1882, but less 
than in the earlier years. The percentages of New 
York and Boston together and of Philadelphia and 
Baltimore together have been : 


1879. 1880. 1881. 1882. 1883. 1884. 
N. Y. and Boston... 48.3 46.4 51.1 66.9 5143 54.7 
Phila. and Balt...... 42.9 29.3 33.7 20.8 31.1 29.7 


The tendency seems to be toward an increase at the 
more northerly ports, two of which as the termini of 
water routes usually receive much more in summer 
than in winter. Portland and Montreal, though they 
do not receive much yet, show this tendency quite as 
strongly as New York and Boston, the percentage of 
the former twohaving been for these four months: 


1879. 


1881. 1882. 1883. 1884. 
1.5 


1880, 
2.4 2.0 4.1 3.8 5.7 

After canal navigation opens the percentage of New 
York usually increases materially. Thus last year, 
while it received 39.3 per cent. of the whole in the first 
five months of the year, during the six months follow- 
ing, while the canal boats were delivering grain, it re- 
ceived 56 per cent. When rail rates are very low, 
however, the canal profits New York less. This year 
it has one more railroad than last carrying to it, and 
another which was opened last year, but did not then 
bring it much, will probably be better prepared to get 
a share of the shipments this year. It will be interest- 
ing to see whether the share which these new roads get 
will come exclusively from the other railroads to New 
York, or whether it will be taken in part from other 
cities. 





The low rail rates seem not to have worked in favor 
of Chicago, forit has received a smaller proportion of 
the grain received at the eight Northwestern markets 
than before the rates were reduced. In January it re- 
ceived 53.7 per cent. of the whole ; in February, 51.5; 
in the first three weeks of March, 40 per cent.; in the 
last week of March, 50 per cent.; in the month of 
April, 45 per cent. It would seem from this thatif the 
low rates irregularly made at Peoria and St. Louis 
actually discriminated against Chicago (as they did 
unless similar reductions were made at Chicago at the 
same time), it was only for three or four weeks before 
the 15-cent rate was made. St. Louis, which received 
28.2 per cent. of the grain in March, received 20.8 in 
April, which is much more than in January and Feb- 
ruary. In the last two weeks, however, St. Louis’ per- 
centage fell below 15 per cent. Peoria’s percentage 
has been much larger since the reduction than before 
—13.9 per cent. of the whole in April, against 10.5 in 
March, while in the last week reported it had 20 per 





cent. It must be remembered, however, that a very 








low rail rate, especially shortly before and after 
the opening of navigation—works against Chicago. 
Tt gets the bulk of the grain because  ordi- 
narily it is at the western end of the cheapest route to 
the East. When rail rates are no higher than now, the 
lake and cana! route gives it very little advantage over 
other Western markets. Grain will go very little out 
of its way to get a water rate of 6} cents a bushel, 
when without the cost of carriage of a lake port it will 
be forwarded by rail fr 9 cents from points as far 
west as Chicago, and for 10} cents from St. Louis. 








There have been reports for some time that arrange- 
ments have been made to have a receiver appointed 
for the Wabash, St. Louis & Pacific Railway, and as 
this event has long been expected, the report was 
very generally believed. Persons intimately associ- 
ated with the leading directors said that this course 
had been determined upon: but the directors them- 
selves say that the subject has never been before the 
board or the Executive Committee. But both state- 
ments may be true. Brown, Jones and Robinson, as 
individual members of a board ora committee, may 
very easily and very probably determine what that 
official body shall do before it meets, and while a ques- 
tion may never have been before the board, it may be 
fully determined how the board shall decide it when 
it does come before them, though of course the oppor- 
tunity is left for the members to change their minds 
and purposes until action has actually been taken. 

What the present condition of the Wabash Company 
is there is no means of knowing from such informa- 
tion as has been made public. The company’s last 
report was for the year 1882. It showed a deficit that 
year of $583,022 for the year, while in 1881 there had 
been a deficit twice as great, making the total deficit 
of $2,035,880 at the end of 1852. Last year the road 
was leased to the Missouri Pacific, which reported for 
the last half of it only, and no figures except for the 
gross earnings have appeared for the first half of 1883. 
For the two halves of the year these were: 





1882. Inc. or Dec. 
First half $7,410,960 Dec. $.7,165 
Second half 9,327,398 Ine. 204,115 








Total........ . . $16,915,308 $16,738,358 Inc. $176,950 
Now in the last half of last year the lessee’s report 
shows that the net earnings were $2,954,951, and the 
charges for interest, rentals, etc., $2,911,842—a surplus 
of $48,109. There was scarcely any change in mileage 
during the year, and fixed charges must have been 
substantially the same in the first half as in the last 
half. But in the first half the gross earnings were 
2,148,000 Jess than inthe last half, and if the per- 
centage of expenses was the same {and it would not 
be likely to be smaller when traffic and earnings were 
smaller), the nef earnings in the first half of the year 
were about $2,100,000, or about $800,000 less than the 
fixed charges. - 

Reports of Wabash earnings have not been made 
this year. Such other roads as report in the same dis- 
trict have generally shown a decrease ; and of course 
the present through east-bound freight rates are very 
unfavorable to one of the chief carriers from St. Louis, 
Peoria, and a vast territory east of the Mississippi 
which takes substantially trunk-line rates for 
its traffic. Apparenily there has been no year 
but one (1880) since this company was constituted, 
that it has been able to earn the interest on its 
bonds. Since that time profits have certainly not 
been growing larger in the most of the country which 
it serves, and the number of carriers competing for the 
business has increased. No secret was made of the 
fact that large stockholders advanced the company 
money to pay the interest accruing in the last half of 
1881 ; of course they could not be expected to continue 
to do this unless there was a prospect that they would 
save their stock thereby, or prevent its depreciation. 
Actually the preferred stock, which sold at 90 in June, 
1888, has gone down to 123, and the common to 6, 
while even the general mortgage 6 per cent. bonds, on 
which so far no default has been made, sold for 48 last 
Tuesday. Apparently no one expects that the next 
coupon on these bonds, due June 1, will be paid. 

The payment of dividends on the preferred stock of 
this company in 1881 (the last, 14 per cent., in Novem- 
ber), the marketing of the stock meanwhile at 80 to 90, 
followed by the announcement in the report for the 
year that the company’s net earnings that year lacked 
$1,142,000 of meeting its fixed charges, probably has 
had more c¢ffect than anything else in discrediting 
American railroad securities abroad. 








The Denver & Rio Grande Railway, with its vast 
system of roads, amounting to 1,679 miles, had 
only $17,750 of net earnings last March—$10.60 per 
mile. Seldom has so great a property made so small 
returns. But the road is liable to great interruptions 
from snow blockades in the mountains, and last 














May 16, 1884] 


THE RAILROAD GAZETTE. 


379 








March they were especially severe. The gross earn- 
ings were $270 per mile, but the working expenses 
were $2594, or 96 per cent. of the earnings, doubtless 
having been increased by the very blockades that 
diminished the earnings. Last year in March (work- 
ing but 1,160 miles of road) the gross earnings were 
$471 gross and $297 net per mile, the working ex- 
penses having been 63 per cent. of the earnings. 

The figures for the total earnings and expenses both 
years are : 





1884 1883. Inc or Dec. P.c. 
Gross earnings. . $453,004 $548,579 Dec. $95.575 17.5 
Operating expenses.. 435.254 344,357 Inc. 90,847 26.2 
Net earnings......... $17,750 $294,222 Dec $186,472 91.3 


The gross earnings were less than in 1882, when 
1,066 miles were worked, and but $54,511 (12 per cent.) 
more than in 1861, when only 551 miles were worked, 
and the gross earnings per mile were $905, against 
$270 this year. 

For the three months ending with March the figures 
are : 








1L&S84. 1883. loc.or Dec. P.c 
Gross earnings...... $1,332,076 $1,469 887— $137.81L 9.4 
Expenses.......... . 1,207,583 1,008,515+- 199,018 19.8 
Net earnings......... $124,543 $461,372 $336,829 730 


This is not so bad asthe March returns, but it is 
bad enough, showing a decrease from $1,225 to $792 
in gross earnings per mile, and from $398 to $7045 in 
net earnings per mile. The interest charges amount 
to something more than $200.00) per month this year, 
and the net earnings for the first quarter of the year 
(which is usually the worst quarter, however) were 
about one-fifth of the interes: for the time, which is 
probably the reason why the company’s 7 per cent. 
consolidated mortgage bonds are quoted at about 57. 
The next coupon is due July 1. 








The Union Pacific statement for March is now made, 
showing a decrease of $419,046 (174 per cent.) in gross 
and of. $527,911 (41 per cent.) in net earnings. The 
decrease in net earnings is fearfully large, and in this 
case it is not due to exceptionally large gress earnings 
last year, such as most Western railroacs had. For four 
successive years its earnings in March have been: 

1881. 1882. 1883. 1884. 
$1,854,723 $2,392,593 2,391,358 $1,972,711 

The length of road was about 3,300 miles in 1881, 
and 4,300 this year. The earnings, therefore, were 174 
per cent. less than in 1882 as well as last year, and but 
$118,000 (64 per cent.) more than. in 1881, when there 
were 1,000 less miles of road, the gross earnings per 
mile having decreased from about $562 to $477. 

For the three months ending with March the earn- 
ings have been: 





1884. 1883. 1882. 
Gross earnings ..... . ...$5,059,588 $5,981,836 $6,414,234 
Expenses......... ........ 3,710,936 3,121,264 4,088,891 
Net earnings .... .......$1,348,652 $2,859,572 $2,325,343 


There was thus a decrease from last year of $922, . 
247 (15 per cent.) in gross earnings, an increase of 
$589,672 (19 per cent.) in working expenses, and there- 
fore a decrease of $1,510,919 (53 per cent.) in net 
earnings. 

Thus three-eighths of the decrease in net earnings 
was due to the increase in expenses, but the fact that 
after this large increase the expenses still were 9 per 
cent. less than in 1882(when the mileage was a seventh 
less) indicates that the change is due rather to the fact 
that the expenses were unduly small last year than 
that they were unduly large this year. They were 
63% per cent. of the earnings in 1882, 52.2 in 1883, and 
734 per cent. this year. With the greater competition 
this year rates are lower, and with lower rates the pro- 
portion of expenses increases. 

Thus though the gross earnings were not exception- 
ally large last year, the net earnings were, and if we 
compare them with 1882, we find the decrease only 
$976,691, or 42 per cent. instead of 53 per cent. The 
decrease in the net earnings from last year for the 
quarter was equivalent to about 24 per cent. on the 
company’s stock. 








The Chicago, St. Paul. Minneapolis & Omaha report 
for 1883 covers the first year that the road was under 
the control of the Chicagu & Northwestern. The work 
of extension, which had been prosecuted with great 
energy for some years, was continued in 1883, 161 
miles being added to the system, in different lines, 
most of them quite short, and most also the continua- 
tion or completion of work begun the year before. It 
was, indeed. mostly work of completion, for 1273 miles 
of the new road completed the St. Andrew’s cross in 
Northwestera Wisconsin,formed by aline from Hudson 
northeast to Ashland and Bayfield, crossed near the 
middle by a line from Eau Claire northwest to Su- 
perior City; and the other 23} miles is the extension of 
line in Northwestern Nebraska, which, however, will 
probably be further extended at some time hereafter. 
The additions to equipment were chiefly 16 locomo- 








tives, 11 passenger cars and 200 coal cars—no other 
freight cars. The cars of the Chicage & Northwestern 
will be largely available for this road, doubtless. 

While the average length worked was 13 7 per cent. 
more in 1883 than in 1882, there was an increase of 18.5 
per cent. in the traffic train mileage, and of 6 per cent. 
in the passenger traffic, but a decrease of 2; per cent. 
in the freight traffic. As the freight train mileage in- 
creased no less than 154 per cent. and the freight earn- 
ings 104 per cent., it is probable that the decrease was 
due to excluding from the tonnage mileage company’s 
freight, or something of the kind, that was charged the 
year before. The figures as they are given indicate a 
reduction in the average train-load from 141? to 119} 
tons. 

With these changes in mileage and traffic there was 
an increase of 11 per cent. in the gross earnings, 
of 11§ per cent. in the working expenses. and of nearly 
10 per cent. in the net earnings. The interest and 
rentals increased $95,447, against an increase of 


- | $170,043 in the net earnings ; but owing to an increase 


in the preferred stock (thatis, in the amount on which 
dividends were paid throughout the year), $35,097 more 
was paid in dividends. In 1882 net earnings were not 
quite sufficient to pay the 7 per cent. dividend on the 
preferred stock and $55,600 of it came from the pro- 
ceeds of the company’s land grant, and so caused a re- 
duction of the company’s assets ; last year the surplus 
after paying dividends, excluding net receipts from 
land, was $4,314. In 1881, when first a dividend was 
paid, about $400,000 of the dividend came from the 
land grant. 








An advertisement in Engineering addressed to 
‘Railway Locomoiive engineers, American agents 
and others,” announces that in Apri! 24 last by order 
of a court, ‘‘the powerful AMERICAN LOCOMOTIVE 
known as the ‘ Lovett Eames’ ” would be sold by auc- 
tion. The advertisement says of it: ‘‘The en” 
gine and tender together are about 60 ft. in 
length, weight about 60 tons, and are fitted with 
the Eames duplex automatic vacuum brake. This loco- 
motive was manufactured by Messrs. Burnham, Parry, 
Williams & Co.. of Philadelphia, Pa., U. S., and was 
brought to this country to illustrate the action of the 
Eames brake on heavy trains at high speeds.” A cor- 
respondent sends us a copy of the advertisement and 
asks ‘‘ Why is this thus?” 

If, as is probable, the inquirer thinks that the offer- 
ing of this locomotive at auction is evidence that 
«‘ American locomotives” have been tried and found 
wanting in England, we shall caution him that so gen- 
eral a conclusion is not warranted, for this was not a 
representative ‘‘ American locomotive” but a very par- 
ticular one indeed, none like it ever having been made 
either before or since its construction. It is the loco- 
motive built by the Baldwin Works early in 1880 for 
the fist train on the Bound Brook Line, and described 
and illustrated in the Railroad Gazette of May 7, 1880. 
It has a single pair of 6 ft. 6 in. driving wheels, a truck 
in front, and a pair of 45 in. trailing wheels under the 
cab. Ordinarily the weight on the driving-wheels is 
35,000 Ibs., and that on the trailing wheels 25,000. But 
to give sufficient adhesion in starting or on heavy 
grades, adjustable equalizing levers are provided by 
which about 10,000 lbs. of the weight on the trailing 
wheels can be transferred to the drivers. The engine 
was a very interesting experiment; but, though it 
sometimes made very fast time, and probably can be 
depended upon to make very fast time with a light 
train, itcould hardly be called a successful experiment. 
After trial it was not accepted by the company for 
which it was built, and later in the year the late Mr. 
Eames bought it and had it fitted with his brake to ex- 
hibit in England. We expressed our regret at the 
time that this experimental locomotive should 
go to England as an example of American practice. 
It was a very creditable experiment, but it is not a 
typical American locomctive. 








The report that Mr. Fink has offered his resignation 
istrue. It is true also that the resignation has not 
been received,.but that the railroad executives have 
assured Mr. Fink that he cannot possibly be spared 
at thistime. When we remember that the difficulties 
that have interrupted the effectiveness of the work of 
Mr. Fink’s office, and which have caused the railroads 
to lose millions, bave been due almost entirely either 
to the neglect of these same executives to do what he 
has been urging them to do, or to the direct violation 
by some of them of agreements which they have de- 
deliberately entered into, it is easy to see how Mr. Fink 
should sometimes become not simply dissatisfied but 
disgusted with his position. The patient calls in the 
doctor and asks him to cure the disease which is killing 
him. The doctor tells him to stop drinking whiskey, 


and take medigines which he prescribes. The patient, 
after a little, begins drinking again and neglects to 
get the medicines prescribed, and again his disease 
rages. What can the doc'or do then but-say that, if 
his patient does uot take his advice, it is not worth 
while to give it? If the sick man dies because he 
wili not do what the doctor tells him to do, and will 
do what the doctor tells him not to do, the doctor does 
not wish to be in a position to be blamed for it. The 
doctors, however, usually do stand by their disobedi- 
ent patients, and administer palliatives when they are 
not allowed to cure, and the entreaties of his patients 
may prevail upon our railroad doctor also; but it is to 
hoped that this experience may induce them to give 
up their whiskey and take their medicine. 








The Passenger Department of the Joint Execut ve 
Committee held a meeting this week and made cor- 
siderable progress in its work, a new contract for 
dividing earnings having been made, including pro- 
vision for poo'ing some additional routes, and, what 
may be of especial importance, for pooling the west- 
bound travel to poiuts beyond Chicago and St. Louis. 
It has long been a principal object with the Com- 
mittee to complete an organization which should 
control the travel, from whatever source, over 
the entire system of railroads east of Chic: go 
and St. Louis, as when that is effected, the competi- 
tion of the railroads further west may be confined to 
themselves and not affect the rates further east, as it 
now does. The pooling of the east-bound business 
from this western territory could not be effected at 
this meeting for lack of sufficient information, and it 
remains one of the most important things to be 
effected. 








The lake shipments of grain duriog the first week that 
navigation was open throughout, which this year was the 
week ending May 3, were not nearly so great as last year, 
though there was much more grain in the elevators await- 
ing shipment. These shipments of the first week of open 
lake navigation have been: 


1880. 1881 1882. 1883. 1884. 
6,052,022 3,060,094 1,682,687 4,759,866 3,217,263 

Thus the lake shipments were nearly a third less this year 
than last, while the rail shipments were greater this year. 








The through and local rail shipments eastward from 
Chicago of flour, grain and provisions, as reported to the 
Board of Trade, have continued to decrease, for the werk 
ending May 10 being 53,598 tons, against 61,335 tons in 
the previous week of this year and 35,004 in the correspond - 
ing week of last year. The report s:nt out of shipments for 
the week to May 3 was erroneous, omitting 2,786 tons car- 
ried by the Michigan Central, whose total was 6,681 tons, 
and this makes the total by all roads 61,335 tons, and 
changes all the percentages, which we give correctly this 
week. The decrease was evidently due to the competition 
of the lake vessels, as it was wholly in grain. While in 
provisions, for which the vessels do not compete, the ship- 
ments increased from 6,561 in the week to May 3 to 7,588 
tons last week, andin flour there was very little change 
in grain there was a decrease from 42,464 to 36,603 tons. 
Contracts are made in Chicago to deliver grain by lake and 
canal in New York for 7 cents a bushel; and though the rail 
rate is but 9 cents, it is doubtful whether the longer time on 
the road by water is not considered an advantage now. The 
course of the rail shipments since February has been as fol- 


lows: 

Week to— Flour. Grain. Provisions. Total. 
March 8........--- 9,344 29,217 ,540 43,107 
| Se: 11,535 33.243 4.328 49,106 
“eae 12,247 37,902 4.208 54,357 
OD sidecteds 12,293 53,282 4,643 70.218 
April 5.........- 15,718 70.7933 4,242 $0,753 
- aR. 15.025 76.407 6,221 7,653 
wie  eeee ...11,845 y 5,118 82,907 
M Bic adessees 11,561 51,242 5,096 67,899 
May estinhusst 9,524 42,464 6,561 61,335 
aad ere 9,412 36,603 7.583 53,598 


The flour shipments now are no greater than before the 
first reduction in rates, though they increased 60 per cent. 
when the low rates bad their maximum effect, two weeks 
before navigation opened. The provision shipments did 
not increase until some time after the reduction in rates, 
and they have increased since navigation opened, and prob- 
ably have been scarcely affecied at all by the change in 
rates. Butthe grain shipments were 2!¢ timesas great 
after the reduction as before ; then fell off one-third before 
navigation opened, and last week were not half as great as 
when largest, three weeks after the 15 cent rate was made, 
30 per cent. less than in the week before navigation opened, 
and very little more than before rates were reduced, and 
while they were nominally 30 cents per 100, though actually 
probably not much more than 20. But ia spite of the great 
reduction of shipments within the past four weeks, it must 
be remembered that they are still unusually large for the 
season. The average weekly through shipments in May 
(which, however, have generally been considerably larger 
than what is reported to the Chicago Board of Trade as 
through and local shipments of the three kinds of freight 
named above) have been as follows : 

1879. 1880. 1881. 1882. 1883 
63,306 28,261 38,710 26,142 33.710 

We see that in none of these years except 1879 were the 

through shipments nearly equal to the 58,598 tons reported 





as the through and local shipments last week, though thease 
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reported through and local shipments hgve usually been 
less than the actual through shipments. In 1879, when the 
May shipments were Jarger, rates were more demoralized 
than now, and are reported as only 10 cents per 100 lbs. 
throughout the month. 

The percentages of shipments by each road for the last 
two weeks have been: 


-— Week to--— —--Week to-——. 
May 10. May 3. | May 10. May 3, 
C. & Grand T... it Y 3 17,1] Ft. Wayne....... 17.2 
Mich. Cen......,. 12.8 10.9 | C., St. i. & Pitts. 8.2 9.2 
Lak» Shore...... 16.0 143] Balt. & Ohio.... 93 
Nickel Plate » 12.6 9.6] Ch. & Atlantic.. 9.2 11.9 


These percentages, it must Le remembered, have scarcely 
any relations with the percentages of through business in 
the pool, especially under the last award, which includes an 
important business not heretofore included in either through 
or local business, and, as always, excludes the local ship- 
ments, which are very large on some lines and inconsider- 
able on others, The reported percentages are interesting in 
the fluctuations of the different roads from week to week, 
but scarcely at all for indicating whetber they are getting 
more or less than the shares awarded them by the arbitra- 
tors. 








The report of the Department of Agriculture on the con- 
dition of wheat May 1 shows a trifling depreciation during 
April, bringing the average condition down from 95 to 94, 
against 834g May 1, 1883. The condition in the chief 
winter-wheat-producing states May 1 this year and last is 
given as follows: 


plete exhibition of the kind ever held in this country, 
though there may be no such astounding novelties brought 
oyt there as the telephone and electric light. which many 
saw for the first time at the Centennial Exhibition. As 
there was a very successful international electrical exhibi- 
tion in Vienna last summer, it might seem that the pro- 
posed one comes too close upon its heels; but electricity 
is making such progress in these days that even a single 
year may bring a considerable addition to the valuable 
electrical appliances. The American Society for the Ad- 
vancement of Science will hold its yearly session in Phila- 
delpbia during the exhibition, and the session of the British 
Association in Montreal will probably bring to this country 
and to the Philadelphia exhibition some eminent foreign 
electricians. Electricity is already used on railroads for 
many and various purposes, and its use is constantly ex- 
tending, and railroad men will doubtless find at Phila- 
delphia next September a great number of appliances 
offered for their use and deserving their examination. One 
of the classes of objects in the programme of the exhibi- 
tion is “electric signa] apparatus,’ and another “ electro- 
magnetic brakes,” but there are among the other electrical 
apparatus very much that is or may be much used by rail- 
road companies. 

Intending exhibitors can obtain all needful information 





by addressing the Secretary at Philadelphia. The classifi- 
cation includes seven different sections, with from one to 
19 classes under each section, making 48 classes in all. | 











consequently see nearly right ahead, which is an advantage 
when passing through fine scenery. 

The interior of the car has been specially designed, and 
the decorations appear to be in singularly correct taste, and 
to thoroughly harmonize throughout ; even those who do 
not admire the peculiar style cannot fail to perceive that in 
this case it has been applied by a most skillful artist, and 
that his design has been fully done justice to by excellent 
workmanship. 

The interior is finished in quartered oak slightly stained, 
and the flat surfaces are divided into small fielded panels- 
Fluted ; ilasters with brass capitals and bases are freely used. 
The parcel racks are formed of a sort of basket work of flat 
brass strips, and the inner roof lining is cut away behind 
the parcel racks so as to afford more space for the storage of 
packages. Theroof lining is plain stout canvas painted a 


‘dull red, and ornamented by large brass-headed nails of 


different sizes arranged in a simple pattern. The effect is 
peculiar, but not unpleasing, as it harmonizes with the other 
decorations of the car. A Baker & Smith heater is used, 
the pipes being protected by a grille of small wrought-iron 
pipes. 

The centre portion of the car contains three rows of 
chairs, the framework of which is carved to correspond to 
the style of the other decorations. The windows are fitted 
with spring-roller blinds, which, when up, are concealed 
behind a species of lambrequin formed of small brass 
rods, radiating from the centre of the chord of a semi- 


| ellipse. A room fora private party, seating six persons, 
Now York......... 7 eee...» 435° 75, |, Mr. John M. Douglas, one of the best known stock brokers | and a smoking-room seating seven persons, are provided. 
Pennsylvania. .... 98 95 | Illinois........ .... 87 66 | in London, estimates in a letter to the London Standard | | Two water-closets, fitted with arrangements for prevent- 
egg Mahe aa = = ogg B > that New York Ceutral stock is held for investment in 4,000 | ing any waste of water, are situated in the ends of the 
Michigan,......... 85 83 | California.........: 95 77 | to5,000 English families to the value of nearly $50,000,000, | car, 


The production of winter wheat this year, should there be 
no change in condition, would be about 350 millions of 
bushels, against 294 millions last year. But it must be 
remembered that there is still room fora great injury to 
the crop, or for a considerable improvement of the present 
condition. 








At the Forestry Congress in Washington lasi week a 
paper was read by John §. Hicks, of New York, which, ac- 
cording to the telegraphic report, ‘‘ showed that merely to 
supply the ties consumed by railroads required the annual 
clearing of lands equal to a strip of ground 400 ft. wide 
along every mile of single railroad track in the country— 
ibat is, 12,672,000,0CO acres of woodland in constant 
growth.” A strip of land 400 ft. wide is equal to 481¢ acres 
per mile, and a mile of track usually has 2,640 ties, which 
are renewed on the average perhaps once in six years, re- 
quiring 440 new ties per year. This allows just nine ties 
per acre to grow on the strip of 400 ft. cleared annually— 
not as many as could be got out of one large oak tree. 
The ‘‘ woodland” that did not have more than nine trees 
per acre big enough to make a railroad tie would hardly go 
by that name, even ina prairie state. 

The statement that 12,672 millions of .acres of woodland 
in constant growth is required to supply ties is hard to 
swallow. There are not more than 396 millions of ties in 
our railroad tracks, and probably not more than 66 millions 
of these are renewed yearly. If we allow 14 millions more 
for new roads, we have 80 millions of ties consumed yearly. 
Now if 12,672 millions of acres of land have to be under 
forest constantly to produce 80 millions of ties, the average 
yearly produce is but 1 tie to 158 acres. We submit that if 
this is the yield of timber, the thing for the railroads to do 
is to carefully avoid planting trees for ties, and go to exper!- 
menting with iron sleepers. But this number of acres is 
nearly 20 millions of square miles, which is 54¢ times the 
area of the United States, so that we fear that the telegraph 
has played a trick with the figures. ‘The other statement, 
that 481¢ acres per mile of woodland are cleared to main- 
tain a mile of railroad, requires that 7,275,000 acres should 
be cleared yearly for the whole system, and if we assume 
that the telegraph multiplied the figures by 100, it would 
mean that 1714 years are required to grow 9 railroad ties 
per acre--an annual yield of half a tie peracre. This is 
better, but it is not good enough. If our forests yield no 
better than that, we shall hardly regret their disappear- 
ance. The subject of tree planting doubtless deserves the 
attention of many of our railroads, but such statements as 
these are better calculated to prevent it than to attract it. 








Bradstreet’s has reports concerning the probable area to 
be planted with cotton, the weather, and the prospects for 
planting. These reports are from 1,101 correspondents in 
601 of the 657 counties which last year produced more than 
500 acres of cotton. Except in Texas, the weather has gener- 
ally teen unfavorable for planting, and planting is about 10 
days later than it was last year,when it was late. The reports 
indicate a decrease in the area planted in North Carolina 
and Tennessee; about the same as last year in South Caro- 
lina, Mississippi, Louisiana and Arkansas; a small increase 
in Georgia and Alabama, and a considerable increase in 
Texas. These estimates are based on the planters’ inten- 
tions. It is too early to ascertain the area actually planted. 
The indications are that the increase in the area will not be 
great. It bas not been in any recent year, but from 1876,to 

1881 it grew very rapidly. From 1873 to 1876 the in- 
crease was moderate—from 10,816,000 to 11,641,000 
acres (about 214 per cent. yearly); then from 1876 to 1881 
it increased from 11,641,0GO to 16,851,000 acres (18 per 

cent. yearly). From 1881 to 1882 there was a decrease in 
acreage, and last year the area planted was slightly less 
than in 1881. a 


An International Electrical Exhibition is to be held in 
Philadelphia beginning Sept. 2 next and closing Oct. 11, 
which promises to be by far the.most interesting and com- 








which at current prices would be little less than one-haif of | 


the stock. . | 








Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
tion of the laying of track on new railroads as follows : 
Illinois Ceutral.—The Canton, Aberdeen d& Nashville 


Kosciusko, Miss., an extension of 13 miles. 


nansville, Fla., east by south to Gainesville, 16 miles. 

Sylvania & Rocky Ford.—Track is laid from Rocky Ford, | 
Ga., northward 5 miles. 

Terre Haute & Indianapolis.—The Logansport Division 
is extended from Marmont, Ind., northeast to Plymouth, 
12 miles. 

This is a total of 54 miles of new railroad, making 808 
miles reported to date for the current year. The total track 
reported laid to the corresponding date for 12 years_past, 
is as follows : 


Miles. } Miles. 
RGSS Fr Aan eer _ Yo Eerste 312 
NR ul “oa fheca cays anka cares MIE ck hac sccontned cassie’ 365 

EE RR rere rrr 485 
DES adukeeics cackibe keke DE Ei b id:0sbondaceciss 2200 229 
MU cine sds woke dadanele rene DE Ne -Kacdheeneasccckaneace 423 

DE alotda aoudleseeuants SII occs can salen suesens vas 73 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 





Car Notes at Altoona. 





are finished internally in quartered oak, and while the in- | 
is comfortably arranged, the cars present no particularly 
novel feature. This cannot, however, be said of a sample 
parlor car which is under construction. The car is 62 
ft. long over the body, and is mounted on six-wheeled 
trucks with 33-in. Allen paper wheels. The trucks have 
quadruplicate elliptic springs, and the frames are sandwiched 
with two iron plates, while the inner truck bolsters are 
formed of single iron plates with the various lugs forged on 
solid. 

So far no great novelty is visible, but the interior is ar- 
ranged in a way that creates regret that Queen Anne is un- 
fortunately dead, and therefore may possibly be unable to 
ride in it, and express her opinion as to its beauty and con- 
venience. It certainly would be interesting to known if it 
would remind the Queen of what things used to he in her 
young days. Secretly we nourish a sort of idea that the 
parlor car of Anno Domini 1700 was superior in only one 
particular. We venture the opinion that while the car in 
which Her Majesty rode abroad had no beveled plate-glass 
windows, the seats were covered with some other material 
than red plush. 

The principal novelty in the arrangement is that the 
main or centre portion of the car is formed of a number of 
bay windows, four on each side, arranged as shown in the 
accompanying sketch. A person sitting in a chair at A can 





The Yazoo & , the brakes. 
Mississippi Valley Branch is extended northwest to Yazoo 
City, Miss., 8 miles. 

Savannah, Florida d& Western.—This company’s Live 
Oak, Tampa & Charlotte Harbor line is extended from New- | 


| trated in the Railroad Gazette, 


‘on the Pennsylvania. 





The Pennsylvania Railroad is fitting all its main-line pas- 
senger cars and engines with the latest form of trein-signaling 


| apparatus invented by Mr. George Westinghouse. It differs 
| from this gentleman’s earlier devices for this object in hav- 


ing aseparate line of pipe throughout the train, entirely 


| distinct from the brake-pipe, and used exclusively for sig- 


naling. It has been found practically inexpedient to at- 


Branch is completed to a point forty-six miles northeast of | tempt to use the same line of hose for both the signals and 





As this signaling device will shortly be illus_ 
further description is 
omitted for the present. 

The Pennsylvania Railroad has been trying it for some 
time on a branch line, and, being satisfied with the results, 
intends using it on all its through trains ; but it will not be 
put into operation until all the necessary stock is fitted, 


| when it can be regularly and invariably used. 


Work in the freight-car department is here, as elsewhere, 
somewhat slack. Some 40,000 Ibs. gondola cars are in 
course of construction, the main features of the design dif- 
fering little from the standard pattern used for many years 
The sides are in three strakes and 
are no less than 3!¢ in. thick, and are strengthened by strap 
bolts between each stake. The fiat part of the bolt is 
placed inside, and runs the whole depth of the side of the 
car, and the round part passes through the outside sill. 

Some elliptical springs, the plates of which are concave, 
thus, ~—~ in cross section, instead of flat, thus, ————— 
are about to be tried. The saving in weight is considerable, 
the spring with five concave plates of a total depth of 1 in 


| being reckoned to be equal in strength to the ordinary 
elliptic spring which has six plain plates of a total depth of. 
| 2 in. 
| plate bas hitherto prevented the general adoption of spring 

The Altoona car shops of the Pennsylvania Railroad are at | | Plates differing in section from the usual rectangular form. 
present engaged on six parlor cars for the West Jersey | | Possibly this difficulty might be overcome by special 
Railroad. These cars are mounted on four-wheeled trucks, methods of tempering. 


The vnequal strain on the different parts of the 


The Pennsylvania Railroad formerly allowed spring 


terior has a very bright and cheerful appearance, and | makers some latitude in the exact dimensions of the spiral 


bolster and buffing springs, but finding it difficult to obtain 
springs of equal strength, size and weight, now specifies that 
the springs are to be of round steel, and are to be made of 
the exact form and dimensions shown on the drawings. Ex- 
periments made at Altoona show that the principal strain 
on the steel of a spiral spring is torsion, and hence round 
steel is stronger than any other section. It is also found that 
when the dimensions are precisely similar and the spring is 
so proportioned to the load that the maximum strain is well 
within the limits of elasticity, springs of the same form will 
give similar deflections under the same load, although the 
quality of the steel and the method of tempering may be some- 
what different. Similar springs from different makers often 
give widely different results when tested. This is generally 
believed to be due to differences in temper and quality of 
steel, but tests show that it is more often attributable to 
differences in the size of the steel used, and defective pro- 
portions of the coils, which either allow undue strains ex- 
ceeding the limit of elasticity to come upon the steel, or 
divide the work of sustaining the load very unequally be- 
tween the inner and outer coils. As the strength of a spiral 
spring may vary as the cube of the diameter of the bar of 
which it is made, a small difference of diameter will make 
a great difference in strength. Thus 0.05 of an inch dif- 
ference in the diameter of a bar nominally % in. diameter 
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may make over 20 per cent. ditference in the strength. We 
hope to refer more fully to this very interesting question on 
a Juture occasion. 

The officers of the Pennsylvania Railroad are about to 
make some careful experiments on the power required to 
haul trains on different divisions of the system. In order 
that figures thus obtained may be useful in determining the 
loads which engines can haul over the varying grades and 
curves, it is essential that the figures obtained shall be 
strictly accurate. Experiments made on dynamometers 
fitted with spiral springs showed them to be unfitted for 
this purpose, and hence it was determined to use a dynamom- 
eter made on the principle of the Emery testing machine. 
In this case, however, the bydraulic portion is omitted and 
the resistance is to be measured by levers working on ful- 
crums composed of flat steel plates. The depression of the 
ever measures the force which bends the fulcrum plate. The 
results of these trials will be looked forward to with con- 
siderable interest, and itis to be hoped that they may throw 
light upon several interesting problems. The primary ob- 
ject of the trials is of course to ascertain the maximum load 
which can be practically hauled in one train on each section of 
1oad, and thus discover where the loads now hauled could 
be increased. But it is evident that many other interesting 
and disputed points might be au’ boritatively decided by these 
tests, which will be entitl:d to respect, as they will doubt. 
less be conducted with great care to obtain correct results. 
The gauge of the Pennsylvania Railroad is now 4 ft. 9 in., 
and this differs from the standard gauge. Uniformity of 
gauge presents so many obvious advantages, that if the re- 
duction of the gauge by 1% inch would be attended with no 
disadvantage, it might wel b* advisable for the Pennsyl- 
vania to bring their gauge isto conformity with that of 
other companies. These dynamo metrical tests will afford 
au opportunity of deciding the question and determining 
whether the additional play given to the flanges increases or 
diminishes the resistance of an average freight train. 








The Billmeyer & Small Car Works. 


The Billmeyer & Small Company at York, Pa., bas for 
some time made a specialty of sugar-cane cars, and is now 
engaged in constructing several of different patterns, one 
variety having hinged ends, which, when desired, fall and 
let the cane slide down an inclined plane into the mill. 
Another style of sugar-cane car has a peculiar arrangement 
for radiating the axles, which cannot be clearly described 
without a drawing. As the curveson the temporary lires 
laid in sugar plantations are often very sharp,some arrange- 
meut for radiating the axles is very desirable. 

Tbe freight cars are constructed at the old works in the 
centre of the town, while the passenger cars are built in 
commodious and well-arranged brick buildings erected over 
three years ago, and situated on the mixed-gauge portion of 
the York & Peachbottom line, just outside the present 
town limits, The freight car busiuess is very dull at pres- 
ent, but a few gondola cars (much resembling the Pennsyl- 
vania standard) are uuder construction for the Western 
Maryland, and some box cars for the same company have 
been recently completed. 

An improved stock car, Kohler’s patent, has been recently 
finished and taken some experimental trips. The food and 
water, which are carried on the car, fall by means of pipes 
lato feeding-troughs. The cattle can be separated by can- 
vas partitions, arranged with a longitudinal alley-way on 


oue side of the car behind the animals, so that the beast far- 
thest from the door can be led out first, if desired. The 


stalls can be fixed from the outside of the car, which is con- 
structed to hold 16 head of cattle. 

Several cars for different roads are being built in the 
passenger car department. Among them is au officers’ car 
for the New Mexico Central & Northern Railway. It is 
intended to be used as a dwelling-house for the Super- 
intendent and bis family, and is provided at one end with a 
large observation-room or office, and at the other with a 
room fitted with beds. In the centre of the car are three 
separate rooms opening into a longitudinal side passage 
running from the bedroom to the observation-room. These 
three rooms are fitted as lavatory, water-closet and kitchen, 
respectively. The car is 50 ft. long over the body, and 
8 ft. 6 in. wide outside, and narrow and broad-gauge trucks 
are supplied so as to enable it to be used on either gauge. It 
is rather a difficult matter to design a satisfactory private 
car. In this case, the best riding portion of the car, the 
centre, is occupied by the kitchen, etc., while the sleeping 
accommodation is near the trucks. But though this arrange- 
ment is open to these objections, it permits the bed-room 
and sitting-room to be the full width of the car, while either 
of them can be locked aad kept private without hindering 
communication between the other portions of the car. This 
could vot be done if the bed-room was placed in the centré 
of the car, and the kitchen, etc., at the ends. 

Six narrow-gauge excursion cars, four day cars and one 
baggage car are being built for the Norfolk & Virginia 
Beach Railroad. They are painted red externally, finished 
inside in ash, and are fitted with the Eames brake. 

Four parlor cars, building for the Mexican National, are 
marked ** Siesta,” and ought, therefore, to become favorites 
in that land of i! dolce far niente (the delight of doing 
nothing). The car is fitted with 27 Hartley reclining chairs, 
with rattan seats, backs and head-rests. These chairs are 
arranged in three rows, and should afford a most comfort- 
able means of taking a siesta or midday nap in a hot climate, 
The cars are handsomely finished internally in the Eastlake 
Style, fitted with a wash-room and saloon at one end, and 
have the Miller coupling and Westinghouse air brake. The 
trucks are modeled after the Pennsylyania pattern, but the 


dimensions are, of course, modified to suit the narrow 
gauge. Altogether, these cars seem singularly well adapted 
to their purpose, and afford a great deal of comfort and 
accommodation, notwithstanding the disadvantage of the 
narrow gauge, 








Electro-Pneumatic Signals at Wilkinsburg, Penn 
sylvania Railroad. 


An extensive arrangement of interlocked signals and 
switches will shortly be in operation at Wilkinsburg, a 
station a few miles east of Pittsburgh, on the main line of 
the Pennsylvania Railroad. The freight and passenger 
tracks cross one another at this point, and a connection is 
formed with a large system of sidings for sorting and stor- 
ing freight cars. Somewhat elaborate junctions are neces- 
sary to work safely the heavy traffic at this point, and the 
Pennsylvania Railroad appears to have spared no expense 
to make the junction one of the most completely equipped 
of its kind. Some of the ties under the frogs are nearly 40 
ft. long, and the rails are secured to the ties by Bush’s 
interlocking bolts, which have undergone a year’s trial with 
very satisfactory results on a sharp curve at Denny, near 
Pittsburgh. The principle of these bolts is altegetber novel, 
and the fastening enables the tie to be drawn bard against 
the rail and held in firm contact, a result that can only be 
obtained in exceptional instances with spikes.* 

The signals, switches, etc., are constructed by the Union 
Switch and Signal Company, and are shifted by pistons 
acted on by compressed air, the admission of which 
is controlled by valves moved by electricity. The signal 
operator has consequently no hard manual labor to per- 
form, but simply moves miniature levers in a small locking 
frame which controls the makiog and breaking of the elec- 
tric circuits which operate the valves, admitting air to the 
pistons moving the switches and signals. A boiler and an 
air pump are placed at each end of a long air main, extend- 
ing from Wilkinsburg to Torrens, and branch pipes supply 
air for working the various signals and switches situated be- 
tween these points. Should one pump break down, or one 
of the boilers require washing out, the other boiler and 
pump are sufficient to work the whole of the signals. 

The interlocking arrangements are combined with the 
track circuit system in such a way that a switch cavnot be 
shifted until the last wheel of the train has passed com- 
pletely past the switch on to another section insulated from 
that containing the switch. 

The details of this elaborate system present many highly 
ingenious combinations of mechanical and electrical appli- 
ances, The signals will probably he in practical operation 
in the course of a few days, and will doubtless attract much 
attention. A system of efficient and trustworthy signals, 
worked in conjunction with the switches, is urgently needed 
to secure safety and prevent delays at important junction 
points where the traffic is constantly increasing. We sball 
hope to illustrate and describe the method of working these 
switch:s in a future issue. 








Transportation in Congress. 


In the Senate on the 12th: 

Mr. Van Wyck (Nebraska) moved to take up the resolu- 
tion recently offered to direct the Secretary of the Interior 
to withhold from the Northern Pacific Railroad patents for 
certain land grants. The motion was agreed to. Aftera 
brief discussion, Mr. Wilson moved an amendment directing 
the Judiciary Committee to report to the Senate its opinion 
whether or not it is competent for the Senate to direct an 
executive officer to suspend the execution of alaw. Further 
debate en-ued, and then, the hour of 2 o’cleck arriving, the 
matter went over. 

Mr. MacMillan (Minnesota), from the Committee on the 
Judiciary, offered a resolution, which was agreed to, au- 
thorizing that committee to inquire into the facts forming 
the basis of the bill recently introduced by Mr. Garland to 
amend the Thurman act relating to the claims of the gov- 
ernment against the Union and Central Pacific railroads. 
The Committee is authorized to send for persons and papers. 








TECHNICAL. 


Locomotive Building. 


The Mancbester Locomotive Works in Manchester, N. 5., 
last week delivered a locomotive to the Bangor & Piscata- 
quis road. 

H. K. Porter & Co. in Pittsburgh are making a locomo- 
tive of metre gauge for the Ferro-Carril de Cucuta in South 
America, They have already several engines on the road of 
their build. 

The St. Louis Republican says that the Ohio & Mississippi 
Co. has received bias from locomotive shops offering to fur- 
nish consolidation freight engines for the road at $8,00U 
each, on an order for 20 engines. 

The contract for 20 consolidated freight engines for the 
Ohio & Mississippi road has been let to the Brooks Loco- 
motive Works at Dunkirk, N. Y. Nearly all the shops, it is 
said, had bids for this order. 


Car Notes. 


The Northwestern Car & Manufacturing Co., which has ex 
tensive works at Stillwater, Minn., on May 10 applied for 
the appointment of a receiver. The application was made” 
by Mr. C. D. Gilfillan, Vice-President of the company and a 
large stockholder. A complete statement of the assets and 
liabilities appears to be very difficult to get, but the best 
statement is that the liabilities will be nearly $2,000,000 and 
the assets will be nearly $4,000,000, over $2,000,000 being 
in accounts or bilis receivable. The company was originally 
the firm of Seymour, Sabin & Co., and the present organi- 
zation was made in 1882, the capital stovk being fixed at 
$5,000,000, divided into $3,000, preferred and $2,000,- 
VvvU0 common. Besides manufacturing cars, the company 
was an extensive maker of farming machinery, and a large 
part of the assets consists of farmers’ notes given for 
machinery, which of course cannot be collected until 
due. Besides its shops at Stillwater, the company held 
acontract with the state under which it employed the 
labor: of the convicts in the state prison. The state 


* 


prison shops were burned down some time ago, causing the 


* These, bolts were illustrated in the Railroad Gazette of Oct. 6, 
1882, page 610. - 








company a serious loss, but not sufficient to cripple it, had 
there been no other reason for its difficulties. It is under 
stood that it was carrying a very large stock of materials, 
and bas taken some unprofitable contracts. For some time 
past the credit of the company locally bas not been very 
good, and most of its debts were due to eastern banks and 
lenders. Negotiations were in progress for a large loan, 
which would bave carried it over its difficulties, but these 
were brought to an end by the failure of Grant & Ward, in 
New York. It is thought that eventually all the debts will 
be paid in full. 

It issaid that the Ohio & Mississippi Co. has recentl 
received bids from car-builders of standing offering to build 
3,000 new 34-foot box cars for $420 per car, which is cer- 
tainly a remarkably low price. 


Bridge Notes. 


The Union Bridge Co., of New York and Buffalo, has 
recently taken contracts fcr a single track railroad biidge 
over the St. Croix River near Stillwater, Wis., to have 10 
spans of 159 ft. each and 25 of 30 ft. each ; a bridge over 
the Arkansas River at Van Buren, Ark., for the St. Louis 
& San Francisco road, to have a draw-span 370 ft. long and 
five fixed spans of 256 ft. each ; and a railroad bridge over 
the Arkansas River at Little Rock, Ark., to have a draw- 
span 365 ft. long and three fixed spans of 252 ft. each. The 
new work recently taken is equal to 15,840 ft. of bridge, or 
about three miles of single track. 

Messrs. Chapman & Breden, owners of the Western 
Bridge & Iron Works in St. Louis, bave their building com- 
pleted and most of the machinery iu place. The main shop 
is 50 by 150 ft. and two stories high, and will do iron work 
for bridges and buildings. 

The sub-structure of the new bridge over the Susquehanna 
on the Philadelphia Branch of the Baltimore & Ohio are 
making considerable progress. Five of the piers will rest on 
timber caissons to be put down by the plenum-pneumatic 
process. This portion of the work is being done by W. 
Sooy Smith & Son, of Chicago, the contractors for the 
masonry being Jones, Drake & Co., of New York. The 
contractor for the super-structure is the Keystone Bridge 
Co. of Pittsburgh. The bridge will have two spans of 520 
ft. each, four of 480 ft. each, two of 350 ft. each, and one of 
200 ft. ; ove of the 520 ft. spans over the west channel and 
one of tbe 380 ft. spans over the east channel are through 
spans and the rest are deck spans. The bridge will be 93 ft, 
above the ordinary stage of water in the river. 


Iron Notes. 


The property of the Allentown Iron Co. at Allentown, Pa., 
was sold at public auction in Philadelpbia, May 7, and 
bought for $50,000 by Frederick Prime, Jr., representing 
the bondholders. The total amount of the bonds is $340,000, 
and holders of about $250,000 joined in the purchase. The 
works are complete and extensive. 
Kyle & Co. are building a new blast furnace at Hangin 

Rock, O., which is to be called Hamilton Furnace, It will 
use coke as fuel. 


Of the 20 blast furnaces in New Jersey only four are- 


porse blast. These four make an average of 1,500 tonsa 
week. 

Belfont Furnace at Ironton, O., will go into blast about 
June 1 next. 

Low Moor Furnace at Low Moor, Va., is in blast and is 
making about 800 tons of pig iron a week. 

The new Wilton Furnace on the Richmond & Alleghany 
road at Wilton, Va., is nearly completed and will go into 
blast early in June. 

The Lagrange Iron Co. is building a new blast furnace at 
Lagrange, Tenn., to take the place of an old one. It will 
be 12 ft. bosh and 65 ft. high, and will be finished in Jane. 


Manufacturing Notes. 
Dean Brothers Steam Pump Works in Indianapolis, Ind., 
have furnished the Rust-Owens Lumber Co. at Drummond, 
Wis., a system of water works, including pumping ma- 
chinery, pipe and hydrants, having a capacity of 1,000,000 
gallons in 24 hours. a 

In the case of Joseph S. Mundy against the Lidgerwood 
Manufacturing Co., in the United States Circuit Court in 
New York, the Court bas made a decree to the effect that the 
re-issued patent No. 9,289, dated July 13, 1880, and issued 
to Joseph S. Mundy for an improvement in friction drums 
for pile drivers and hoisting machines, is good aud valid in 
law as to the fourth claim thereof ; that Joseph 8. Mundy 
was the first and original inventor and discoverer of the in- 
vention described in the fourth claim in said patent and that 
he was the exclusive owner of the patent; that the defend- 
ant, the Lidgerwood Manufacturing Co., ——e upon 
said fourth claim of the re-issued patent by making aud 
selling friction drums substantially as ‘described in the 
patent. The decree enjoins the defendant from continuiug 
to sell friction drums as complained of in the suit or from 
otherwise infringing the patent and refers to a master the 
question of the amount of damages sustained by the pre- 
vious infringements. 

The Rail Market. 

Steel Rails.—The Ivon Age says: ‘‘ There is quite an ac- 
tive demand for deliveries extending to about August, and 
for such prices are firm at from $33 to $33.50 and orders 
bard to place. For later deliveries there is considerable anx- 
iety to secure business, but buyers seem to be quite indiffer- 
ent and not at all disposed to make firm offers. For winter 
work in good-sized lots it is probable that prices could be 
shaded a little, although $33 is the nomial quotation.” 

Rail Fastenings.—Quotations are still nominally $2.50 
per 100 lbs for spikesin Pittsburgh and $2.75 to $3 for 
track-bolts, but sales are reported at lower prices. Splice- 
bars are quoted at 1.70 to 1.85 cents per pound, with light 
demand. é 

Old Rails.—Tbe market for old iron rails is more active 
and a number of sales are reported at $21.50 to $22.50 per 
ton for tees at tidewater. At Pittsburgh, prices are lower 
and sales are reported at $22.50 and $23 per ton on cars. 


Explosion of a Boiler Under Test. 


A dispatch from Parsons, Kan.. May 9, says: ‘‘About 1 
o'clock to-day the boiler of engine No. 43 of the Missonri, 
Kansas & Texas Railway exploded in the round-house of 
the Missouri Pacific, at this place, killing two men and 
wounding several others. The explosion demolished four 
sections of the round-house, which was capable of housing 
14 engines. The walls were blown down and the roof was 
blown off. The engine had been recently repaired and wa: 
undergoing tests when the explosion occurred. J. W. 
Nichols was fatally injured, M. A. Slattery, formerly of 
Chicago Junction, Obio, and Deloy Tomonte, ap apprentice, 
who were on the engine at the time, were blown through 
the roof and instantly killed. The wounded are Mike Mc- 
Kinney, leg broken; Lon Snow, foot bruised; Charley 
Tate, bruised and cut head. The damage to the property is 
about $30,000.” 


Grade Crossings in Massachusetts. 
The following resolution was recently passed by the Massa- 





chusetts keguetere and approved by the Governor: 
“Resolved, That the Railroad Commissioners examine and 
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report to the next Legislature upon the subject of providing 
for the gradual abolition of grade crossings in cities and the 
populous parts of towns.” ; 
Acting uftider this resolution the Railroad Commissioners 
have already for warded to the superintendents of the several 
railr ads in the state circulars containing the resolve and 
the following: ‘In order to aid the Commissioners in mak- 
ing arepcrt it is desirable that you should send to the board 
a statement of the number of such grade crossings as are 
included in the above-quoted resolve now existing of your 
road, specifving and describing each highway crossing, witb 
ihe place, the name of the street crossed, and other particu- 
lars. An early reply is requested, as the board wish to con- 
sider the subject while making their annual inspection.” 


Moving a Bridge. 


Probably one of the most difficult engineering feats ever 
attempted in America was successfully accomplished at Ni- 
aga/a Fallon Wednesday. It was the transferring of the 
upper suspension bridge from its old wooden towers to new 
towers of iron. The work was done by the Central Bridge 
Works of this city. When the bridge was built wooden 
towers were built for its support The bridge company has 
seen for some time that it would be necessary to substitute 
towers of more durable material. The engineers of the Cen- 
tral Bridge Works were consulted and they entered upon 
the work. New iron towers were constructed and on 
Wednesday, as stated, the bridge was transferred toits new 
supports. The bridge has a span of 1,280 ft. and the dead 
weight to be transferred was 528 tons, or 264 tons at either 
end. Tbis was dove on a small bed plate or saddle 4 by 4 ft. 
in siz'.—Bujfalo Express, May 9. 


New Woodruff Cars. 


A sleeping car ard aparlor car, built by the Jackson & 
Sharp Co. in Wilmington, Del., for the Woodruff Sleeping 
& Parlor Coach Co., were recently exhibited for a day in 
Jersey City. The sleeper is a 12 section car, 67 ft. long 
and 9 ft. 10 in. across the sil!s. The parlor car is about the 
same length. The car is built of yellow pine with mahog- 
any. rosewood and birds’-eye maple trimming, the panels of 
the sleeping berths being inlaid with mother-of-pearl and 
various rare woods combined in the most artistic designs. 
The curtain roids and chandeliers are of hammered brooz>. 
Both sleeper and parlor car are paneled with mirrors of 
plate glass. The windows of the parlor car are 4 ft. in 
length and surmounted with heavy lambrequius of the 
most artistic pattern. Revolving chairs in Eastlake style, 
upholstered with crimson velvet, extend its whole length. 
A peculiarity of the sleeping berth is that when opened it 
will not close automatically, as is usually the case, but 
must remain oven until locked by the attendant. This ren- 
ders it impossible for the passenger to be fastened in should 
the ear torn over. The weight of this sleeper is about 35 
tons. Tie wheels are of steel, the sleeper being supported 
oa six-wheel trucks and the parlor car on trucks of four 
wheels. The cost of the sleeper is about $14,000, and that 
of the parlor car $9.000. These cars are to run on the Chi- 
cago, St. Louis & Pittsburgh road on the rdute between 
Chicago and Louisville. 





THE SCRAP HEAP. 
A Northern Pacific Hospital. 


Mention was made some time ago that the Northern Pa- 
cific Railroad Co. intended to build a hospital at Missoula. 
Affairs have now assumed definite shape and work wil! be- 
gin atonce. A contract for the work was let this week to 
C. J. Wilson of this city, who will get out all the material 
here and ship ittotke site of the work. Dr. I. E. Cohn, 
the company’s Superintending Surgeon, leaves this morning 
for Missoula, to select a location. 

The building wiil be coustructed in three separate parts. 
The centre or main building is 74 by 65 ft., twostories high, 
and will be occupied by the executive department. There 
will be located oa the first floor the superintendent’s office, 
recep:ion room, dining-room for patients, reading, library, 
smoking, operating and drugrooms. On one side will be 
a wing in which will be located the kitchen, pantry, laundry 
and drying rcoms. Upon each side there will be a ward 
27 by 60 ft. In the second story of the main building will 
be lovate! the bomes of the officers. Above the kitchen 
there will be 8 rooms for employé:, and there will be 12 
rooms for private patients. It is expected that the bailding 
will be finished late in July, and open for patients early in 
August. Particular attention will be paid to ventilation, 
heating and plumbing, and the building will be first-class 
in every respect. Mr. Otto Kleman of this city is the archi- 
fect. Ina few days Mr. H. J. Macdonald of this city will 
go to Missoula to superinteud construction. 

An arrangement has be. n made by which all employés of 
tae company ou lings of road west of Helena pay monthly 
ho:pital dues, and they and their families will be entitled to 
receive treatment free in case of sickness or distress. Should 
accommodations be more than ample for railroad employés, 
outsiders will be admitted for pay. 

The company’s staff of surgeons west of Helena is as fol 
lows: 

Dr. Cohn, Superintending Surgeon; Dr. Beardsley of Tac- 
oma and Dr. Herronden of Chehalis, for the Pacific Divi- 
s20n, 

Dr. Olds of Sorague, from Wallula Junction to Spragus. 

Dr. Maston of C 1eney—Sprague to Spokane Falls. 

Dr. Weaver of Ratbhdrum—Spokane Falls to Heron’s. 

Dr. Hedger of Missoula—Heron’s to Missoula. 

Dr. Morris of Helena—Missoula to Helena. 

Dr. Davie, resident surgeon at Spokane Falls hospital.— 
Portland Oregonian. 





Train Robbers in Mexico. 


A dispatch from El Paso, Tex., May 9, says: ‘‘ Yesterday’s 
down train on the Mexican Central was thrown off the track 
10 miles below Queretaro by an organized band of robbers 
who tore up a rail to stop the train. After the train was 
derailed the robbers commenced firing on the trainmen and 
passengers, but a stubborn fight was made. One robber 
was killed and the remainder driven off. ‘The cab was full 
of bullet-holes. 

“ Toere were $60,000 in silver in the express car. The 
robbers seem to bave known it. Today’s trains are all de- 
layed several bours by the attack and derailing.” 


No Excarsion Ticket for Him. 


‘*Don’t you want a ticket for the round trip ?” asked Pete 
Liwiess, the ticket agent at the Austin depot, of a man who 
wan ed to go to Galveston and back. 

‘You mean a ticket to go to Galveston and come back 
on ? 

* Yes ; you will save money by buying au excursion 
ticke:.” 

No, [reckon not. There are so many accidents occur- 
ring on your road that I probably will not need any return 
ticket. If | buy a return ticket and am killed I'll be out 
just that much. I’ve got to be saving witb my money and 

y up something for a rainy day.— Texas Siftings. 
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Capture of Car Robbers. 

For some time past, frequent robberies of cars on the Erie 
bave been noticed, and the detectives have been at work 
trving to ferret out the parties who were concerned in the 
depredations. Cars that would leave Canisteo all right 
would be found open on reaching the yard at Hornellsville. 
Detective Brown was in Hornellsville for a week and Satur 
day in company with Deputy Sberiff Murry, Chief Kring 
and Constable White he went to Canisteo and arrested 
Claude Hall.tt, Charles Ordway and Truman Crippen for 
being concerned in the business. A search of their houses 
was made anda large amoun'of thestolen property was 
discovered hidden away under bed clothes, in old trunks and 
various places. The prisoners wre taken to Hornellsville 
and lodged inthe lockup. They own up to the 1obberies, 
Apey were given an examination before Justice Howard on 

onday, and in default of bail were committed to jail to 
await the action of the grand jury. 

A warrant has been issued for another party who resides 
in Canisteo, and an officer has gone to arresthim, The 
gang will undoubtedly be dealt with severely. 

Aman named Swain who was arrested on suspicion of 
being concerned in the theft has been held on a charge of 
riding onrailroad cars without permission or a ticket. 

Officers Nilesand Trenchard are entitled to credit for 
bringing the matter toa bead. Two ofthe burglars were 
arrested by them Friiay night for hanging around the rail- 
road yard and it was owing to this that the whole thing 
was found out, one of them giving the rest of the gang 
ache after being pumped by Kring.—Hornellsville (N. Y.) 

wune, 


@eneral QBailroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings wil] be held as follows : 

Chicago, Milwaukee & St; Paul, arnual meeting, at the 
office in Milwaukee, Wis., June 5, at noon. Transfer books 
close May 17. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, at 1 p. m., on June 5. A special meeting is also 
called for June 26. 

Milwaukee. Lake Shore & Western, annual meeting, in 
Milwaukee, Wis., June 11. 

Oregon Railway & Navigation Co., annual meeting, at 
the office in Portland, Oregon, June 16. Transfer books 
close May 16. 

Oregon & Transcontinental Co., annual meeting, at Port- 
land, Oregon, June 16. 

St. Louis, Alton & Terve Haute, annual meeting, at the 
office in St. Luvis, June 2, at 2:30 p.m. Steck transfer 
books close April 25: registry of voting bondholders May 3. 

Dividends. 


Dividends have keen declared as follows: 

Boston Concord & Montreal, 3 per cent., semi-annual, on 
the preferred stock, payable May 16, to stockholaers of 
record on May 10. 

Delaware & Bound Brook (leased to Philadelphia & Read- 
ing), 2 per cent., quarterly, payable May 10. 

Iowa Falls & Sioux City (leased to Illinois Central) 
per cent., quarterly, payable June 2. 

North Pennsylvania (leased to Philadelphia & Reading), 
2 per cent., quirterly, payable May 26. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and 
techuical societies will be held as follows: 

American Society of Mechanical Engineers, Spring meet- 
ing, in Pittsburgh, Pa , on Tuesday, May 20. 

Railway Car Accountants’ Association, annual conven 
tion, in Richmond, Va., on Tuesday. May 20. Western 
members are requested to meet in Ashland, Ky., May 18: 
Southern members in Atlanta, Ga., May 17, and Eastern 
members in Washington, May 19, to proceed to Richmond 
together. 

New England Railroad Club, regular monthly meeting, 
at the rooms of the club in Boston on Wednesday, May 28. 

Passenger Conductors’ Life Insurance Co, of the United 
States, annual meeting, at the Girard House in Philadelphia, 
on Wednesday, May 21. 

American Institute of Mining Engineers, spring meeting, 
in Chicago, b-ginning on Tuesday. May 27. ‘ 

American Society of Civil. Engineers, annual convention, 
in Buffalo, N. Y., beginuing on Tuesday, June 10. Ful 
arrangements are announced elsewhere. 

Master Car- Builders’ Association. annual convention, in 
Saratoga, N. Y.. beginning on Tuesday, June 10. 

Yard-Muasters’ Mutual Benefit Association, annual con- 
vention, in Atlanta, Ga., on Wedoesday, June 11. 

Master Mechanics’ Association, annual convention, in 
Long Branch, N. J., beginning on Tuesday, June 17. 

Railway Telegraph Superintendents’ Association, annual 
convention, in Boston, on Tuesday, June 17. 

General Ba: gage Agents’ Association, semi-annual meet- 
ing, in Boston, on Wednesday, July 16. 

Master Car-Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 

Road- Masters’ Association of America, annual conven- 
tion, in Indianapolis, Ind., on Wednesday, Sept. 10. 

Association of American Ruilroad Superintendents, 
semi-annual meeting, in Boston, on Tuesday, Sept. 16. 

National Association of General Passenger & Ticket 





13% 


| Agents, semi-annual convention, in Boston, on Tuesday, 


Sept. 16. 

General Time Convention, fall meeting, at the Continental 
Hotel, Philadelphia, on Thursday, Oct. 9. 

Southern Time Convention, fall meeting, at No. 46 Bond 
street, New York, on Wednesday, Oct. 15. 

American Street Railwa ; Association, annual convention, 
in New York, on Wednesday, Oct. 15. 

Foreclosure Sales. 

The Toledo, Cincinnati & St. Lowis road south of 
Delphos, O., will be sold at foreclosure sale in Cincinnati, 
June 28. The sale will be made in two parcels, one inciud- 
ing the Dayton Division, from Delphos to Dayton, 95 miles, 
tbe other the Southeastern Division, from Dayton to Iron- 
ton, 164 miles. In the sale of the Southeastern Division 
the rigbts of the bondholders of the former Iron Railroad 
are reserved. 

American Institute of Mining Engineers. 
The following circular from the Secretary of the Institute 
is dated New York, May 6: 

‘Publications, communications, etc , intended for the 
American Institute of Mining Engineers (heretofore sent to 
Dr. T. M. Drown, Secretary, Easton, Pa.), should be sent 
hereafter to R. W. Raymond, Secretary: By mail, to Box 
223, New York city; or by express or messenger, to No. 13 
Burling slip, New York city. Please note this change of 
address.” 

Joint Executive Committee. 
The Joint Executive Committee, Passenger Department, 
met in New York, May 12, and continued in session three 
days. Contrary to expectation the Lackawauna was not 
. represented. he details of the new contract were con- 
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sidered and settled to the satisfaction of all the roads repre- 
sented and the agreement sent to the managers of the dif- 
ferent roads for ratification. The new agreement does not 
differ essentially from the former one, providing for the 
pooling competitive business to all the differential-fare 
points. Che only new feature is the establishment of several 
pools between points west of the Mississippi River and New 
York. It is said that the West Shore and the Grand Truok 
will join in the contract. 


Master Mechanics’ Association. 


The following circular from the Secretary’s office has 
been issued fr the Committee of Arrangements for the 
Seventeenth Annual Convention: 

“*The Ocean Hotel bas been selected as the headquarters 
of the Association during the approaching session of the 
Convention, to be held at Long Branch, N. J., commencing 
June 17, proximoe. Accommodations for all members will 
be reserved on due notice being given. 

‘** Members intending to be present at the Convention, are 
therefore requested to notify the undersigned as early as 
possible. Where members are to be accompanied by ladies, 
special notice should be given. 

“Address Wm. Wceodcock. Master Mechanic, Philadelphia 
& Reading Railroad, Elizabethport, N. J.” 

The Committee of Arrangements c msi-ts of Messrs. Win. 
Woodcock, F. M. Wilder and H. D. Garrett. 

Western Society of Civil Engineers. 
The 185th meeting was held in Chicago on Tuesdey, Muy 
6, at 4 p. m., President Cregier in the chair. 

Mr. Jones, for the Committee 0» extending courtesies to 
| the American Institute of Mining Engineers, reported that 
| they had met with the Reception Committee of the Insti- 
tute, and had been made members uf that Committee. They 
found that the srrangements already made precluded the 
possibility of offering anything by this Society, except the 
use of its rooms to members of the Institute, all the time of 
| the convention being fully provided for. 
| It was voted that this Committee be authoriz-d to make 

suitable arrangements for the use of the Society’s rooms for 
the purposes required. 

Mr. Cregier stated that, on behalf of the city, he weuld 
offer co the Institute an excursion to the Waterworks Crib. 

The Secretary reported the receipt «f cabinet photograph 
ror from Messrs. Booth, Dodge, Greeley, Tutton and 

right. 

A paper for the next meeting was announced by the 
Committee on Surveys and Topography, ‘‘The Proper Mode 
of Sub-dividing a full Government Quarter-section.” by Mr. 
Z. A. Enos. 

At the suggestion of Mr. Cregier it was voted that a com- 
mittee of three be appointed to draft a resolution of sym- 
pathy for Gen. W. Sooy Smith, Past President of the 
Society. in the recent death of bis wife. 

The Chair appointed Messrs. Wright, Booth and Randolph 
as this Committee. 

Mr. Lotz exhibited and explained a series of drawings, 37 
in pumber, made for the Weebawken Elevator, to be built 
"3 be West Sbore & Ontario Terminal Co., at Weehawken, 

Mr. Wright, for Committee on Transportation, read a 
short paper, ‘* A Problem in Curves,” which was ordered 
printed. 

The Committee appointed to prepare a resolution of sym- 
pathy, reported the following, which «as ad. -pted : 

* To Past-President W. Sooy Smith: Expressions of sym 
pathy often fall coldly on the ear mude dull by great sor- 
row, but remembering what you have been to tbis Society, 
and entertaining as we do, both as individuals aud as a cor- 
porate body, the highest esteem for you, we, the Western 
Society of Engineers, cannot refrain from tendering to you, 
in this your time of sorrow, our heartfelt sympathy. which, 
we trust, may not seem like an intrusion upon a grief with 
which the stranger may not intermeddle. 

* Resolved, That the Seeretary be instructed to transmit 
a copy of these resolutions to Gen. Sooy Smith.” 

Toe Society then adjourned. 





American Society of Mechanical Engineers. 

A programme has been issued by the Secretary for the 
Pittsburgh meeting, which will begin on Tuesday. May 20. 
The sessions of the society will be held in the rooms of the 
Western Iron Association, which are conveniently situated 
in relation t» the hotels. The headquarters ot the Society 
and the office of the Secretary will be at the Monongahela 
House on Water street. Members are requested to secure 
accommodations at that louse as far as possible, and are 
advised to secure them as soon as possible as the hotels will 
probably be full by that time 

The programme for the meeting is as follows: 

Tuesday, May 20 —The Socie'y will attend a joint meet- 
ing with the Engineers’ Society of Western Penusylvania, 
at which a committee of tbe local society will present a 
report on the sut-ject of ** Natural Gas for Industrial Pur- 
poses,” which will be discussed. After the adjournm: nt a 
socia] reunion will Le held in the rooms. 

Wednesday, May 21.—The morning session will be held 
for general business, reports, reading of pypers and dis-us- 
sions of them. The afternoon will be lett free to cnable 
membeérs to visit points of interest in the city. Inthe even- 
ing there will be a session for the reading of papers and dis- 
cussion, 

Thursday, May 22.—There will be an excursion up the 
Allegheny Valley Railroad, and visits will be paid to the 
works of the Spang Steel & Iron Co., Isabella Furnace, the 
Natr8na Soda Works and the pumping engines of the city 
water-works, On the return trip stops will be mdde at the 
Keystone Bridge Works, the Pittsburgh Locomotive Works, 
and the Crescent Steel Works. In the evening the subscrip- 
tion dinner will be held at the Monongahela House. The 
price for this dinner has been fixed at $3, and tickets may 
be obtained at the early sessions. 

Friday, May 24.—In the morning an excursion by water 
up the Monongahela River will be t»ken by members. 
Possibly a session will be held on board the boat. On the 
return trip stops will be made at the Edgar Thomson Steel 
Works and Duquesne Forge. The excursion will return to 
the city in time to enable members to take evening trains 
for home. 

A number of interesting papers are promised for this 
meeting, and it is hoped that there will be free discussion of 
the subjects presented i: them. Members are requested to 
wear during the meeting small ribbon. badges which will be 
furvished by the Secretary. The local Committee of Ar- 
rangements consists of Messrs. William R. Jones, W. Met- 
calf, Jacob Reese, Harris Tabor, and J. P. Witherow. Mem- 
bers are requested to notify the local committee whether 
they intend to be preseut at the meeting, and also whether 
they are to be accompanied by ladies. 


Engineers’ Club of Philadelphia. 
A regular meeting was held in Philadelphia, May 3, Vice- 
President J. J. De Kinder in the chair; 32 members and 6 
visitors present. 
Mr. 8. N. Stewart, visitor, exhibited a model of his River 
or Current Motor. Paddles are placed upon cranks and 
maintained in a vertical position by long floating vanes or 
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tails. The cranks are placed upon posts, rafts or boats in 
the stream and journaled at the water-line, thus keeping one- 
half of the paddle surface in action, while the common 
floating-wheel or current-wheel only keeps one-tenth of its 
surface in action. In Mr. Stewart’s motor a 10-ft. arm 
carries a paddle 10 ft. high. Mr. Stewart said “the only 
way to utilize the power of large rivers is by current 
motors, for dams are not permitted and are too expensive; 
that a current of 5 miles an bour has 100 times the pressure 
of wind at 10 miles an hour, and that, as the current soon 
regains its normal velocity, it can be used over and over.” 

Mr. Thomas M. Cleemann read a paper on an Economical 
Form of Bridge Truss. Ia outline it resembles Whipple’s 
arch truss, inverted so as to bring the curved portion in 
tension, but differing from it in having the chord made to 
resist tension and being anchored to the abutments, In 
this way the only parts of the bridge in compression are the 
vertical posts, and the extra maternal required to stiffen the 
upper chord in an ordinary bridge 1s saved. To illustrate 
the correctness of his conclusions, Mr. Cleemann had a small 
model made of pink wrapping twine that broke with 544 
pounds,and with posts made of wooden knitting needles. This 
model, by calculation, ought to have borne about 11 pounds. 
After loading it with a pound weight at each of the seven 
panel points, and letting it remain for a little time for the 
inspection of the members, he added tirst two more poucds 
at the centre, and afterwards two pounds more. With this 
11 pounds the mode] hesitated a moment and then broke at 
each abutment, nicely illustrating the author’s conclusions. 
He likewise gave the saving of material in such a bridge 
over a Piatt truss of 516 ft. span, and pointed out its ad- 
vantages for military purposes, where facility of transpor- 
tation is a prime object, and a bridge almost entirely of 
rope is especially valuable on this account. 

Mr. C. Henry Roney exhibited a section of 4-in. 
wooden water pipe and juint, found about 2 ft. below the 
surface while excavating a trench for the conduit of the 
Philadelpbia Sectional Electric Underground Co , on Chest- 
nut street, between Fourth and Fifth, and described those 
which had been found on Chestnut and Market streets 
during the progress of the work. These are interesting as 
showing the durability of such pipes and connections, under 
the conditions to which they had been subjected. 

Mr. W. G. Neilson read some notes on the recently pub 
lished report of the Gun Foundry Board. The recommenda- 
tions embodied in this report, in regard to the establishment 
of a gun factory at Watervliet Arsenal, West Troy, New 
York, for the manufacture of guns for the Army, and at 
the Washington Navy Yard for the Navy, and that the 
Government should depend upon the steel manufacturers of 
the country for its forged steel and should simply finish the 
guns in its factories, were referred to, as also were the 
interesting facts collated by the Board, during their visit to 
Europe, in regard to tbe character of steel used for guns. 

The Secretary exhibited, for Mr. J. H. Harden, a neat 
topographical model of the Jones iron ore mine in Berks 
County, Pa., and briefly explained the method by which 
such models are constructed. 


St. Louis Civil Engineers’ Club. 


A regular monthly meeting of this club was heid in St. 
Louis, May 7, with 30 members present. 

The following names were proposed for membership: 
Prof. F. &. Nipher, Williard Beahan, C. E. Jones, H. W. 
Sebastian, and H. W. Baker. The following gentlemen 
were elected members: Chas. Foster, Hubert Taussig, and 
Dr. Wellington Adams. 

A communication was read from the General Ticket Agent 
of the Missouri Pacific Railway, giving rates for 4 special 
train for an excusion on the [ron Mountain road, 

I'he offer by the Mercantile Club of a room in which to 
hold meetings was taken up, and the offer acgyipted with 
thanks, and the President and Secretary authorized to call 
the meeting of the club there at their discretion. 

Robert Moore and Robert E. McMath each read further 
discussions on the subject of the ‘‘Combined versus the 
Separate Systems of Sewers for Large Cities,” continuing the 
arguments of the general discussion of several weeks ago. 

Mr. J. B. Johnson then read a paperon *‘ Protection of the 
Lower Mississippi River from Overflow,” which was gener- 
ally discussed. 





ELECTIONS AND APPOINTMENTS. 


American Society of Civil Engineers.—At the regular 
meeting, May 7, the following members were chosen: Hon- 
orary member, Gen. John Newton, Chief of Engineers, 
U. 8S. A., Washington. Members, Willis D. Chapman, 
Akron, O.; Jesse W. Walker, Pittsburgh, Pa.; George 8S. 
Gatchell, Buffalo, N. Y.; John E. Cheney, Henry L. Marin- 
din, Boston: Evelyn P. Roberts, Fort Hamilton, New York 
Harbor; Arthur DeW. Foote, New York. Juniors, Samuel 
C. Weiskopf, Milwaukee, Wis.; Herbert A. Young, Toledo, 
O.; Henry Goldmark, New York. 


Atchison, Topeka & Santa Fe.—The following is a cor- 
rected and complete list of officers of this company for the 
year 1884, elected at the meeting of April 24, 1884: W. B, 
Strong, President: A.'E. Touzalin, Vice-President; B. P. 
Cheney, Chairman of the Bard; E. Wilder, Secretary and 
Treasucer; G. L. Goodwin, Assistant Secretary and Assist- 
ant ‘l'reasurer; Geo. W. McCrary, General Counsel; A, A. 
Robinson, General Manager and Chief Eugineer; J. P. 
Whitehead. Comptroller and General Auditor; H. C. 
Clements, Auditor; A. A. Glasier, Transfer Agent; C. A. 
Higgins, Clerk of the Board. 

The following circulars from General Manager A. A. 
Robinson are dated Topeka, Kan., May 15: 

‘*Mr. D. H. Rhodes having resigned the position of Super- 
intendent of the Western Division, is this day appointed 
Engineer of the road, to fill the vacancy caused by the death 
of Mr. Geo. B. Lake. 

‘**Mr. C. M. Rathburn having resigned as Assistant Super- 
intendent of the Eastern Division, is this day appointed 
Superintendent of the Western Division.” 





Augusta & Knoxville —At the annual meeting in 
Augusta, Ga., last week, the following directors were cho- 
sen : J. H. Alexander, John W. Clark, John J. Cohen, H. 
Franklin, Z. McCord, Robert H. May, W. G. Raoul, Wm. 
C. Sibley, Eugene F. Verdery, M. J. Verdery, W. B. 
Young, of Georgiu ; A M. Aiken, P. H. Bradley, J. C. 
Burkhalter, J. C. Maxwell, R. H. Middleton, J. D. Neal, 
Toomas F. Riley, of South Carolina, The board elected 
Eugene F. Verdery, President; P. H. Bradley, Vice-Presi- 
dent. The road is leased to the Port Royal & Augusta. 


Baltimore & Ohio Employés’ Relief Association.—Dr. §. 
R. Barr has been chosen Secretary, in place of Dr. W. T. 
Barnard, resigned. 


Buffalo, New York & Philadelphia.—The following cir- 
omer from the office of the President is dated New York, 

ay 7: 

‘** Under the organization adopted by the board of directors 
of this company, at a meeting held April 30, 1884, for the 
transaction of business of the company, the followin, 
officers have been appointed: Oliver Watson, Genera 
Manager ; G. 8. Gatchell, General Superintendent; E. T. 


Jobnson, General Freight Agent ; W. S. Baldwin, Genera 

Passenger and Ticket Agent: W. L Doyle, Auditor. 

“The lines of this Company will be operated in three 
divisions, the Buffalo Division, headquarters at Buffalo ; 
Rochester Division, headquarters at n, and the Pitts- 
burgh Division, headquarters at Oil City.” 

The following circular from the General Manager is dated 
Buffalo, May 11: 

‘* The following appointments have been made, to take 
effect this date: Henry Dwyer, Superintendent Buffalo 
Division, from Buffalo, N. Y., to Emporium, Pa., Clermont 
Branch and Buffalo Terminal; J. W. Watson, Superin- 
tendent Rochester Division, from Rocbester, N. Y.. to 
Olean, N. Y., Olean, N. Y.. to Kinzaa, Pa., and Eldred, 
Pa., to Bradford, Pa. ; E. H. Witter, Superintendent Pitts- 
burgh Division, from Newcastle, Pa.. to Olean, N. Y., Oil 
City, Pa., to Buffalo Terminal, N. Y., Union City and 
Chatauqua branches.” 

Burlington, Cedar Rapids d& Northern Leased Lines.— 
At meetings held May 8 officers were chosen as below for 
the companies named, which are controlled and practically 
owned by the Burlington, Cedar Rapids & Northern Co. : 
Cedar Rapids & Clinton.—President, C. J. Ives; Vice- 
President, J. C. Brocksmit: Secretary, W. P. Brady ; 
Treasurer, C. 8. Stickney. C+dar Rapids, Iowa Falls & 
Northwestern.—The same officers. Jowa City & Western.— 
The same officers. . 


Carolina Central.—At the annual meeting in Wilming- 
ton, N. C., May 8, the following directors were chosen: W. 
N. Chamberlain, Severn Eyre, R. C. Hoffman, M. P. Leak, 
J. L. Minis, D. W. Oates, John M. Robinson, Charles M. 
Stedman, R. 8. Tucker, James S. Whedbee, John C. Winder. 
The board has re-elected John M. Robinson President. 


Caro & Wilmot.—The officers of this new company are: 
President and Manager, John F. Wilmot: Directors. Chas. 
Montague, J. F. Seeley, J. D. Wiley, C. O. Thomas, Jobn 
F. Wilmot, A. C. Young, G. W. Howell, John Staley, Jr., 
Jobn A. Teshey. Office at Caro, Michigan. 


Central, of New Jersey.—At the annual meeting in Jersey 
City, ~ 9, the following directors were chosen: Robert 
Garrett, John Kean, George de B. Keim, Henry C. Kelsey, 
E. C Knight, Henry 8. Little. Sidney Shepard, Samuel 
Sloan, J. Kennedy Tod. The only new director is Mr. Keim, 
who succeeds Franklin B. Gowen. 


Chartiers.—This company has elected George B. Roberts, 
President; Alexander Biddle. J. N. DuBarry, W. L. 
Elkins, Wistar Morris, N. P. Sbortridge and Edmund 
Smith, directors. The road is leased to the Pittsburgh, 
Cincinnati & St. Louis. 


Chicago & Alton.—Mr. M. O. Kohler, Assistant Ticket 
Agent at Bloomington, IIl., bas been appointed Traveling 
Passenger Agent of this road, with headquarters at St. 
Louis. Mr. Kohler’s territory will comprise the Missouri 
Pacific Railroad, St. Louis to Pleasant Hill, and from Se- 
dalia to, but not includiog, Ft. Scott; St. Louis & San 
Francisco Railroad, main line, St, Louis to Vinita and 
southern branches; all south of St. Louis aud of St. Louis & 
San Francisco Railroad, and west of the Mississippi River 
to, but not including, El Paso, Tex. 


Claremont & White River Junction.—At the annual 
meeting in Claremont, N. H., last week, the old board of 
directors was re-elected, and H. W. Parker, of Claremont, 
was chosen President. 


Dakota Midland.—At the annual meating in Ellendale, 
Dak., May 6, the followieg directors were chosen: For 
three years, Wm. H: Becker, A. A.. Handy, J. A. Scott, 
A. H. Whitney, Ellendale, Dak.; M. N. Chamberlain, Hud- 
son, Dak. For two years, H. G. Geschke, W. Moran, 
Ellendale, Dak.; T. W. Millham, Hudson, Dak.; Francis R. 


Foster, New York. For one year, R. Holding, Ran- 
som City, Dak.: C. H. Forman, Forman, Dak.; 
two vacancies were left to be filled. The board 


elected Wm. H. Becker, President and General Manager; 
A. H. Whitney, Vice-President; A. A. Handy. Secretary; 
M. N. Chamberlain. Treasurer; George W. White, Assistant 
General Manager; John J. Skuse, General Solicitor; R. G. 
Kirk, Chief Engineer; George H. Craig, General Auditor; 
L. L. True, General Right of Way Agent. 


Delaware & Hudson Canal Co.—At the annual meeting 
in New York, May 13, the old board of managers was re- 
elected as follows: Abiel A. Low, James M. Halsted, Le- 
grani B. Cannon, James R. Taylor, Thomas Dickson, John 
Jacob Astor, Thomas Cornell, Robert 8. Hone, James Roose- 
velt, Abraham R. Van Nest, Hugh J. Jewett, David Dows, 
Robert M. Olyphant. 


Grand Rapids & Indiana.—At meetings held May 7 
officers were chosen as below for the companies named, 
whose roads are leased to the Grand Rapids & Indiana Co.: 
Grand Rapids, nmdiana d& Mackinac.—W. O. Hughart, 
President ; J. H. P. Hughart, Secretary : J. M. Metheany, 
Superintendent. Harbor Springs.—W.O. Hughart, Presi- 
dent ; J. H. P. Hughart, Secretary. Traverse City.—Perr 
Hannah, Smith Barnes, W. O. Hughart, D C. Leach, T. T. 
Bates, W. H. C. Mitchell, J. D. Harvey, directors. 


Indiana, Bloomington & Western.—At the annual meet- 
ing in Indianapolis, May 13, the old board of directors 
was re-elected without change, as follows: Austin Corbin, 
Alfred Sully, H. W. Maxwell, J. R. Maxwell, J. K. O. Sher- 
wood, F. W. Dunton, John L. Farwell, R. K. Dow, Joseph 
Dorr, F. W. Peck, George E. Leighton, James B. - Edmunds, 
Charles Stanford. 

Kansas City & Southern.—At the annual meeting in 
Kansas City, Mo., May 6, the following directors were 
chosen: Wm. Bailey, Wm. T. Johnson, E. L. Martin, E. G. 
Meacham, J. W. Miller, Kansas City; S. Clarke, Amos 
Tenney, 8S. G. Wheeler, New York. The board elected 
Wm. Pailey, President; Amos Tenney, Secretary; Wm. C. 
Smith, Treasurer. 

Kansas City, Springfield & Memphis.—At the annual 
meeting in Kansas City, Mo., recently, the following direc- 
tors were chosen: George H. Nettleton, Wallace Pratt, W. 
J. Ferrey, J. 8S. Ford, . W. Towne, J. Brumback, J i 
Emmert. The directors elected officers as follows: Presi- 
dent, George H. Nettleton; Secretary, J.S. Ford; Treasurer 
and Transfer Agent, Charles Merriam. The road is con- 
trolled by the Kansas City, Ft. Scott & Gulf. 


Louisiana & Missouri River,—This company has elected 
R. P. Tansey, President; H. V. P. Block, Vice-President; 
C. H. Foster, Secretary and Treasurer, and F. A. Wanna- 
pist, Assistant Secretary. The road is leased by the Chicago 
& Alton and operated as a part of its through line to Kan- 
sas City. 

Indianapolis, Eel River & Southwestern.—This. company 
has elected officers as follows: President, P. D. Smith, 
Urbana, Ill. ; Vice-President, Robert Smith, Poland, Ind. ; 
Secretary, W. K. Eldridge. La Fayette, Ind. ; Treasurer, J. 
A. Keller, Belle Union, Indiana. 


Michigan Central.—At the annual meeting in Detroit 
May 8, the following directors were chosen : Anson Stager, 
Chicago ; yard, Detroit; Wm. L. Scott, Erie, 








; Henry B. 


Pa. ; Samuel F. Barger, Chauncey M. Depew, Cornelius 
Vanderbilt, Wm. H. Vanderbiit, Wm. K. Vanderbilt, Edwm 
D. Worcester. The only new director is Mr. Depew, who 
succeeds Augustus Schell, deceased. 

On the same day directors were chosen as follows for the 
Detroit & Bay City, which is owned by the Michigan Cen- 
tral Co.: Samuel F. Barger, Chauncey M. Depew, Ashley 
Pond, Cornelius Vanderbilt, Wm. K. Vanderbilt. 


Minneapolis Union.—This company has elected J, J. Hill, 
President ; A. Manvel, Vice-President ; Edward Sawyer, 
Secretary and Treasurer ; C. E. Smith, Chief Engineer. 


Northern Central.—Directors have been chosen as below 
for the companies named, whose roads are leased to the 
Northern Central Co.: Elmira & Williamsport.—President, 
Thomas Neilson; managers, Thomas Kimber, William Read 
Fisher, Lewis P. Geiger, William D. Neilson, Busbrod W. 
Adams, Henry A. Fonda. Shamokin Valley & Pottsville.— 
G. B. Roberts, President; managers, Wistar Morris, J. N. 
DuBarry, A. J. Cassatt, Edmund Smith, John P. Green, 
N. P. Shortridge. x 


Northern Pacific.—Mr. E. R. Wadsworth, late General 
Agent of the Erie in Chicago, has been appointed General 
Western Agent of this road in Chicago in place of Mr. Eigar, 

romoted to the position of Assistant General Freigbt Agent. 

r. Wadsworth was General Freight Agent of the Burling- 
ton when Mr. Robert Harris was General Manager of that 
read, and when Mr. Harris became Vice-President of the 
Erie he appointed Mr. Wadsworth Genera! Agent of the road 
in this city. 

Ohio & Mississippi.—The fo!lowivg circular from Gen- 
out aged Mechanic J. H. Setchel is dated Cincinnati, 

ay 15: 

‘John Tbumser, Division Master Mechanic at Seymour 
having resigned, the jurisdiction of Arthur Donaldson, 
Division Master Mechanic at Vincennes, is hereby extended 
over the East and Louisville Division as Acting Master 
Mechanic. 

‘*E. E, Jenks is appointed Acting General Foreman at 
Seymour, and will report to Mr. Donaldson. Osher officers 
and employés of the Machinery Department of the East 
and Louisville Division will report to Mr. Jenks until 
further orders.” 


Pennsylvania Railroad Leased Lines.—Directors have 
been chosen as below by the companies named, whose roads 
are leased to the Pennsylvania Railroad Co.: Kast Bran- 
dywine & Waynesburg.—President, John Cornog: direc- 
tors, T. M. Storb, Amos Diller, B. F. Kinzer. J. N. Du- 
Barry, Wistar Morris, G. B. Roberts, James R. McClure, 
Edmund Smith, N. P. Shortridge, John P. Green, Henry 
D. Welsh, Joseph C. Davis; Secretary and Treasurer,James 
R. McClure. Freehold & Jamesburg Agricultural.—Direc- 
tors, I. 8. Buckelew, Edmund Smith, J. N. DuBarry, Lewis 
Perrine, 8. B. Oviatt, H. Allaire, Jacob B. Rue, Alexander 
M. Fox, Hevry D. Welsh, Clifford Stanley Sims and James 
R. McClure. Col. I. 8. Buckelew was elected President and 
Jas. R. McClure Secretery. Lewisburg & Tyrcne.—President, 
J. N. DuBarry; directors, G. B. Roberts. Edmund Smitb, 
Wistar Morris, Eli Sliter, James P. Coburn, 8. C. Stewart; 
Secretary and Treasurer, James R. McClure. Pomeroy & 
Newark.—Directors, W. H. Wilson, Edmund Smith, J. N. 
DuBarry, John P. Wetherill, Henry D. Welsh, Wistar 
Morris, N. P. Shortridge. By the board : President, W. H. 
Wilson; Secretary and Treasurer, James K. McClure. Sun- 
bury, Hazleton & Wilkes-Barre.—J. N. DuBarry, Presi- 
dent; D. B. Cummins, Wistar Morris, Henry M. Phillips,G. 
B. Roberts, Edmund Smith, J. Price Wetherill, directors. 
Germantown, Norristown d& Pheenixville.—President, Ed- 
mund Smith; Directors, J. B. Cumming, J. N DuBarry, 
John P. Green, H. H. Houston, Henry M. Paillips, G. B. 
Roberts, N. Parker Shortridge, John C. Sims, Jr., Heury 
D. Welsh, J. Price Wetherill. Lock Haven & Clearfield.— 
President, J. N. DuBarry; Directors, John P. Green, Wistar 
Morris, G. B. Roberts, N. P. Shortridge, Edmund Smith 
and Henry D. Welsh. 


Philadelphia & Reading Leased Lines.--Directors have 
been chosen as below by the companies named, whose lines 
are leased to the Philadelphia & Reading Co.: Catawissa.— 
President, M. P. Hutchinson; Directors, I. V. Williamson, 
F. K. Shipper, Emmor Weaver, George C. Carson, Joseph 
C. Harris, John S. Graham. Philadelphia & Atlantic 
City.—George DeB. Keim, Albert Foster. W. H. Brown, 
W. B. Scott, Clinton G. Hancock, W. G. Brown, A. H. 
O’Brien, Henry C. Kelsey. Alfred Richey, Theodore B. 
Gibbs, Henry ‘8. Little, William 8. Black and Benjamin 
Williamson, 


Rome & Carroliton.—Tbis company has been organized 
at Rome, Ga., with the following officers: President, J. 
W. Runnsaville; directors, R. T. Fouche, 8. G. Hardy, T. 
- ~ Samuel Morgan; Secretary and Treasurer, 

ouche. > 


Salem & Southwestern.—This company has been organ- 
ized with the following officers : President, R. H. Catlet: 
Vice-President. R. C. Logan; Secretary, John E. Pew, Of- 
fice at Salem, Roanoke County, Virginia. 


Seaboard & Roanoke.—At the annual meeting in Ports- 
mouth, Va., May 6, the following were chosen : President, 
Jobn M. Robinson, Baltimore. Directors, David A. Barnes, 
Murfreesboro, N. C.; Richard Dickson, Norfolk, Va.; R. C. 
Hoffman, Enoch Pratt, Baltimore: Nulbro Frazier, Moncure 
Robinson, Philadelphia. 


Shenandoah Valley.—At the annual meeting in Roanoke, 
Va., May 7, the following were elected: President, Frede- 
rick J. Kimball; directors, Clarence H. Clark, George F. 
tyler, Edward A. Rollins, Edward W. Clark, Charles 

acker, Edward T. Steel, Sidney F. Tyler, Upton L. Boyce, 
William Milnes, Jr.. A. R. Boteler, Henry B. Davenport, 
Jobn T. Lovell, William H. Travers. 


Southern Pennsylvania.—This company has_ elected 
officers as follows: Thomas B. Kennedy, Presideut; G. B. 
Roberts, Wistar Morris, J. P. Green, H. D. Welsh, H. M. 
Phillips, J. N. DuBarry, directors. The Cumberland Valley 
Co. leases the road. 


Springfield & Northern.—The officers of this new com- 

ny are: C. W. Rogers, President ; John O'Day, Vice- 

resident ; A. Douglas, Secretary; Alexander Graden, 
Treasurer. The company is controlled by the St. Louis & 
San Francisco. 


Talbotton.—At the annual meeting in Talbotton, Ga., 
May 7, the following directors were chosen : T. N. Gibson, 
J. B. Gorman, J. H. Martin, S. W. Thornton, W. J. Weekes. 


Toledo, Cincinnati & St. Louis.—The General Superin- 
tendent bas issued the following circular : ‘Mr. George A. 
Sanderson having resigned the position of General Freight 
and Passenger Agent, all communications in regard to 
freight and passenger traffic.will be addressed to Mr. A. H. 
Snider, Assistant General Agent, who will have charge of 
these departments until further notice.” 


Western North Carolina.—At the annual meeting in 





Greensboro, N. C., May 6, the following directors were 
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elected for the ensuing year: A. 8S. Buford, George 8. Scott, 
George F. Baker, William P. Clyde, A. B. Andrews, D. 
Shenck, Henry Fries, Thomas J. Wilson, W. G. Oakman, J- 
F. Shaffner, C. S. Brice, A. Rives. 








PERSONAL. 


—Mr. Wm. Cross Buchanan has resigned his position as 
Consulting Engineer of the Mexican National Company. 


—Mr. James Phillips has resigned bis position as Superin- 
tendent of the Louisville, Evansville & St. Louis road, and 
will accept a position on the Gulf, Colorado & Santa Fe. 


—Dr. J. M. Bailey has resigned his position as President 
of the Atlantic & Danville Railroad Co., and has sold his 
interest in the road. He was the first projector of the line. 


—Mr. C. C. Upbam has resigned his position as Chief En- 
gineer of the Tampico Division of the Mexican Central Rail- 
road, on account of ill health, and will return to the United 
States. 


—The order published elsewhere, reorganizing the execu- 
tive management of the Buffalo, New York & Philadelphia 
Railroad, by its reduction and consolidation of offices re- 
tires Reuben Hall, Assistant Treasurer; George A. Baker, 
General Traffic Manager; J. A. Pool, Purchasing Agent; 
Philip Joyce, Assistant Auditor, and A. Vandewort, Su- 
perintendent of the River Division. 


—Colonel Alexander Hay, of York, Pa., died in Philadel- 
phia May 8, aged 70 years. He was born in York, and 
after engaging in commercial pursuits for some years, he 
turned his attention to bridge building and railroad con- 
tracting, in which he was very successful. He held large 
contracts on the Union Pacific and other roads, and at one 
time was sole owner of the Washington & Alexandria Rail- 
road. He built a large part of the long bridge over the 
Potomac River. Colonel Hay retired from business some 
10 yesrs ago occupying himself principally with the care 
of his farm near York and looking after real estate which 
he owned in Virginia. 


—Dr. W. T. Barnard, Secretary of the Baltimore & Ohio 
Employés’ Relief Association from its organization, bas 
issued the following final circular: ‘‘ The undersigned hav- 
ing, on account of impaired bealth, withdrawn from the 
executive management of the Baltimore & Ohio Emp!loyés’ 
Relief Association, this day resigus the office to Dr. 8. R. 
Barr, whom the Committee of Management bas designated 
to succeed him. Bespeaking for his successor the same kind 
consideration and co-operation of which he has always been 
the recipient, he begs to congratulate bis fellow members 
upon the financial prosperity and wide-spread usefulness of 
their Association, and the brilliancy of its assured future.” 


—Mr. Osgood Bradley, the oldest car-builder in the United 
States, died at his residence in Worcester, Mass., May 11, 
aged 84 years. _He had been in declining health for several 
years, and bis death is attributed to old age. He was born 
in Andover, Mass, learned the carriage-maker’s trade in 
Framingbam, and wentto Worcester in 1822, where he 
established himself as a coach and carriage builder. He 
built up a large and profitable business, but in 1835, when 
the railroads first began to be constructed in New England, 
he was quick to see his opportunity, and he at once added 
to his business the building of railway cars. He built stage 
coaches for Chester W. Chapin, and, when the Western road 
was started, built allits cars. In 1837 he sold out the ear- 
riage branch of his business, and has since devoted himself 
per to car building. He leaves a widow and seven 
cbildren. 





TRAFFIC AND EARNINGS. 


Cotton. 


Cotton movement for the week ending May 9 is reported as 
follows, in bales; 





Interior markets: 1884. 1883. Ine. or Dec. P.c 
ESE ERP re 11,240 36,225 D. 24.985 69.4 
Shipments............. 13,814 52.666 D. 38,852 73.3 
Stock, May 9........ ‘ 8),285 147,942 D. €6,707 45.2 

Seaports; 

ROCMDES 6035. sbsv0ssee 15,657 50,575 D. 34,918 685 
po ee ee 18,261 77474 D. 59,213 76.8 
Stock, May 9.......... 531,249 564,219 D. 32,970 5.8 


The total actual movement or shipments from plantations 
for the cotton year, from Sept. 1 to May 9, is estimated at 
5,571,781 bales, a decrease of 1,145,783 bales, or 17.8 per 
cent. 


Northwestern Traffic Association. 


The percentages of traffic to be allotted to the different rail- 
roads in this association, which has charge of the traffic be- 
tween the lakes and St. Paul and Minneapolis, was left to its 
arbitrator, Mr. Geo. M. Bogue, formerly one of the Illinois 
Railroad Commissioners, Last week he made his award, as 
follows : 

West bound. East bound. 
Chicago, Milwaukee & St. Paul....... 36 35 






Chicago & Northwestern... ... 32 33. 
Chicago, Rock Island & Pacific ......... 22 <e 
Chicago, Burlington & Quincy .......... 10 ap 
Minneapolis & St. Louis ............ ... 32 


Of the revenue of the west-bound business 10 per cent. is 
to go to the St. Paul & Omaha for its line to Lake Superior, 
during the season of navigation, and 1 per cent. to the Rock 
Island & Peoria throughout the year, and it is the balance 
that isdividedasabove. The Chicago, Burlington & Quincy 
appears here for the first time as a sharer of the St. Paul 
traffic, we believe. It has an interest in the Burlington, 
Cedar Rapids & Northern road, together with the Rock 
Island. his long route, it will be seen, is given nearly as 
_— of the freight in Loth directions as either of the other 
rouags. 

For 14 months under tbe old traffic agreement, whica did 
not assume to divide the traffic or earnings, but only to 
maintain rates, the percentages actually carried are reported 
to have been: 


I a sc tconsadcannatnscaoaenadiscadsates seas 40 
Northwestern...... St eae Cie ipaienceslaeeastteennees. was 3 

LE Shia t Cotta ts i ccade saat ace vs cactess a aaeacdobes 21 
pe A ey ate Earp Uuasedbdwhil’ euce cls tancterees 8 


Kansas City Passenger Rates. 


A meeting of the general passenger agents of lines running 
to Missouri River points was beld in Kansas City May 8, 
the lines represented being the Chicago & Alton, the 
Kansas City, St. Joseph & Council Bluffs, the Hannibal & 
St. Joseph, the Chicago, Rock Island & Pacific, the Chi- 
cago, Burlington & Quincy, the Missouri Pacific, and the 
Wabash. The object of the meeting was to revive the 
agreement on the Kansas City business. After a full dis- 
cussion of the matter an agreement was made, with some 
additional rules and amendments, providing that through 
tickets must not be sold at rates which allow the lines 
between Chicago and Kansas City less than $11, and be- 
tween St. Louis and Kansas City less than $5.75. These do 





not represent the rates between the cities named, but 
merely the lowest proportion which the lines will acce pt 
bet ween those cities on through tickets of any class to any 
place beyond the points named. Theatrical tickets will 
hereafter be sold only at the regular ticket offices in Kansas 
City. A thorough understanding was reached between all 
the parties to the agreement, and all promised to rigidly 
enforce it. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Four months ending April 30: 
1884. 













1883. Inc. or Dec. P.c, 
Bur.,C.R. & N. $830,772 $855,570 D. £4,858 0.5 
Central Pacific .. 6,625,000 7,288,478 D. 663,478 9.1 
Ches. & Ohio.... 1,141,171 1,141,841 I. 9.33 0.8 
Chi. & W. Mich.. 493,426 420,060 I. 13,366 2.4 
Cin., Ind., St. L. & 

sich Nee. utes 653,009 702,663 D. 49,654 7.1 
Cin., W. & Balt.. 539,671 58,484 D. 42,813 7.35 
Cleve., Ak. & C.. 141,062 159,€37 D. 18,575 11.6 
Det.. Lan. & No. 435,934 476,323 D. 40,389 8.5 
E. Ten, Va.& G. 1,248,261 1,248,236 I. 4S. sates 
Eliz.. Lex. & B.S. 210.220 2.3,976 I. 6,244 3.1 
Ev. & Terre H... 214.529 224.434 D. 9,905 4.4 
Flint & Pere M.. 811,221 $22,102 D. 10,881 1.3 
Florida Ry. & N. 

eee 354,175 297,225 I. 56,950 19.0 
Grand Trunk... 5,163,091 5,793,288 D. 630,197 - 10.8 
G. B.,W. & St. P. 116,364 121,161 D. 4,797 3.9 
Gulf, Col. & 8. F. 528,571 556,773 D. 28,202 5.1 
Il. Central....... 3,242,800 3,458,460 D. 215,660 6.2 

Iowa lines..... 526,800 610,666 D. 83,866 13.7 
Ind., Bloom.& W. 829.616 935,789 D. 106,173 911.4 
Kansas City, Ft. 

Scott & Gulf... 744,584 595.781 I. 148.803 24.9 
Kan. City, Spr. & 

MIE aale $50.53: SE. uh ees” ee hae ~ 
Little R. & Ft. S. 155,280 169,292 D. 14,012 8.3 
Little Rock, M. R. 

) Ares 107,263 184,548 D. 27,280 20.2 
Marq., H. & O.. 87,825 75,032 LI. 12,773 17.0 
Mem. & Charles, 439,259 328 930 I 40.329 10.1 
Norfolk & West. 844,876 800,162 1 44,514 5.5 
Ohio Central.... 331,057 296,617 I 34,440 11.5 
Oregon Ry. & N. 

, 1,430,625 D. 129,729 9.1 
Peoria, Dec. & E. 213,525 I. 35.274 16.5 
Shenandoah Val. 213,803 I. 19.287 9.0 
St. L, Al. & T. H.: 

Main Line..... 496,228 D. 14.796 3.0 

Belleville Line. 275,385 D. 7,530 2.7 
St. L., Ft. Scott & 

Wichita.... ... 154,581 16,446 I, 98.135 173.7 
St. P.,M.& Man. 2,361,333 2,421,205 D. 59,672 2.5 
Virginia Midland. 456,951 446,224 1. 10,727 2.4 
Western N.C.... 127,346 95.580 I. 31.766 33.1 
Wis. Central. .. 492,059 441,141 1. 50.918 11.5 

Three months ending March 31: 

Bur, C.R. & No. $633,176 $637,317 D. $4,141 0.7 

Net earoings.. 177.826 141,346 L. 38.480 27.2 
Ches. & Ohio.... 860 5 843,211 I 17,028 2.0 

Net earnings... 230,022 221.917 I 8,105 3.6 
Denver & R.G.. 1,332,076 1.469.877  D 137,801 9.4 

Net earnings.. 124,543 461.372 336,829 73.1 
Des M. & Ft. D.. 7 70511 8,768 12.3 

Net earnings.. 15.312 6,774 45.0 
Eliz., Lex. & B.S. 156,436 5,580 3.5 

Net earnings.. 13,993 11,465 81.9 
Louisv. & Nash.. 3,274,879 $2,393 1.0 

Net earnings.. 1,177,637 150.716 §=12.6 
Utab Central ... 302,730 70,415 23.2 

Net earnings.. 156,990 74,691 48.5 





Month of March: 
Bur., C. R. & No. 
Net earnings.. 
Ches. & Ohio ... 
Net earnings.. 
Denver & R. G.. 
Net earnings.. 
Des M. & Ft. D.. 
Net earnings.. 
Eliz., Lex. & B.S. 
Net earnings.. 
Louisv. & Nash.. 


$252,913 
81,364 








SD SSSrrrsssssspp spopternysm: 











Net earnings.. 421,175 ‘ 

Utah Central.... 81,599 23,070 

Net earnings.. 35,208 19,408 

Month of April: 

Bur.,C.R.& N. $217,476 $218,253 $677 0.3 
Central Pacific.. 2,034,000 2,050,312 D, 16,312 08 
Ches. & Ohio..... 296,367 298,629 D. 2.262 0.7 
Chi. & W. Mich.. 140,190 129,959 I. 10,231 7.9 
Cin., Ind., 8t.L. & 

eer eae 143,509 144,141 L 368 0.3 
Cin., W. & Balt.. 134,628 D. 7,894 5.5 
Cleve., Ak. & Col. P34 D. 140 0.3 
Det.. Lan. & No. 7 75% I, 1,051 0.8 
E. Ten., Va &G. 286.882 I. 3 560 5.0 
Eliz., Lex. & B. 8. 58,863 I, 11,323 23.8 
Ev. & Terre H.. 6!,498 1 6.209 11.3 
Flint & Pere M.. 216,322 D. 19,613 8.3 
Fla. Ry. & N. Co 76.943 4 15,445 25.0 
Grand Trunk.... 1,252,357 1, Dz. 221,152 15.0 
G. B.,W. & St. P. 30,228 Dz. 6,434 17.2 
Gulf, Col. & S. F. 129,775 : 9,711 8.1 
Ill Central... .. 797,100 699.370 I 97,730 13.9 

Iowa lines .... 131,300 156,967 D 25,667 16.3 
In., Bloom. & W. 195,751 215,914 D 20,163 9.3 
Kansas City, Ft. 

Scott & Gulf... 176,164 134,220 I 41,944 31.3 
Kan. City, Spr. & 

BE watt canner a” cena Wabde 5  aaeneds ss 
Little R. & Ft. S. 35,352 36,662 D. 1,310 3.6 
Little Rock, M.R. 

& Texas....... 24,935 30,310 D 5,375 17.8 
Marq.. H. & O... 24,383 17,277 I 7,106 42.5 
Memphis & Ch.. 101,703 80,766 I 20,937 24.8 
Norfolk & West. 196.001 190,996 I 5,005 26 
Ohio Central.... 86,236 67,986 I 18,250 27.0 
Oregon Ry. & N. 

ere 432,600 399,290 I. 33,310 83.3 
Peoria, Dec. & E. 58,789 60,059 D. 1,260 2.1 
Shenandoah Vy. 58,865 60,677 D 1,812 3.0 
st. L., Alt. & T. H.: 

Main Liné..... 110,007 102,276 I, 7,731 7.6 

Belleville Line. 66,708 58.976 I 7,732 13.1 
St. L.. Ft. Scott & 

Wichita ....... 32,389 15,063 I, 17,326 115.5 
St. P.. M. & Man. 804,999 812,016 D. 5,017 6.2 
Va. Midland..... 120,883 104,433 IL. 16,450 15.8 
Western N.C.... 31,997 21,766 L. 10,23L 46.5 
Wis. Central .... 124,748 124,678 I. 70 0.1 

First week in May: 

Canadian Pac... $94 000 $93,000 I. $1,000 1.1 
Chi. & Alton..... 147,781 147,208 I. 573 0.4 
Chi. & East. Til. 30,354 28,435 I. 1.918 68 
Chi., Mil. & St. P. 419,000 461,029 D. 42,029 9.1 
Chi. & Nor’west. 435,100 417,500 I, 17,600 4.2 
Chi., St. P., M. & 

Omaha......... 100,690 I. 14,800 14.7 
Chi. & W. Mich.. 28,202 I. 2,431 8.7 
Det., Lan. & No. 26,297 I. 2,468 9.5 
Il. Central.. ... 213,654 D, 22,754 106 
Long Island..... 54,435 I. 2,073 3.7 
Louisv. & Nash. 237,870 I. 20.020 8.4 
Mil., L. 8. & W.. 17.830 I. 2,605 14.5 
Mil. & Northern. 9,650 I, 385 4.0 
Northern Pacific. 178,145 I. 145,455 = 881.7 
Peoria, Dec. & E. 11,076 I. 181 1.6 
Roch. & Pitts.... 11,071 I. 10,279 93.3 
St. L. & San Fr.. 7 65,900 I. 11,700 17.7 
St. P. & Duluth.. 20,330 22,698 D., 2,368 10.4 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements, 





Anthracite coal tonnages for the four months ending May 3, 
as given by the weekly statements of the companies, have 
been as follows, the tonnage in each case being only that 
originating on the line to which it is credited: 

1884. 1883. Ine. or Dee. 
Phila, & Reading........2,963,844 3,595,679 D. 631,835 
Northern Central, Sha- 


=1°0 
ae 


~) 
~ 
Dh aed 


mokin Div.... -...+. 915,812 995,235 D. 2 9.7 
Sun., Hazieton & W.-B... 95,105 39,179 I. 55,926 143.4 
North & West Branch..... 303,158 189,353 I. 113,805 6.0 
Pennsylvania Canal ... 42.663 30872 I. 11,791 38.1 
Pennsylvania & N. Y..... 64,581 63,362 I. 1,219 1.9 
Lehigh Valley..... ..+.-.834,980 1,855.848 D. 20,858 11 
Del., Lacka & W...... 1,505,441 1,449.980 1. 55,461 3.8 
Del. & Hudson Can. Co...1,102.991 1,152,483 D. 49,492 43 
Pennsylvania Coal Co.... 362.180 398,283 D. 36,103 9.1 
State Line & Sullivan.... 5,960 20,059 I. 5,901 29.5 












9,188,323 D. 571,608 6.2 
Central is included in that 


Total anthracite........ 8,616,71 5 

The tonnage of the New Jersey 
of the Reading in both years. 

The total tonnage reported for the corresponding period 
for eight years has been as follows : 








ae bb bis BOS OR errr 6,753,492 
ae OE , aera Fe 
ee ee Be ee eee 4,100,651 
ree 7,833,040 | 1877... cece veces 008, tO8, 448 

Notwithstanding the considerable decreasa from last 


year, the tonnage this year is still much greater than that 
reported in any previous year. It seems a little strange 
that solarge a share of the decrease should have fallen to 
the Reading, which is the least able to stand it. 

Bituminous tonnages for the four months ending May 3, 
are reportea as follows: 





1884. Inc. or Dec. P. ce. 
Barclay R. R. & Coal Co.. 118,813 [. 1.391 1.2 
Huntingdon & Broad Top. 65,869 D. 7,913 10.7 
Cumberland, all lines... 762,412 I. 81,000 11.9 
Bellefonte & Snow Shoe. 75,519 D. 12,083 13.7 
Clearfield.................. 984,081 I. 32,427 3.4 
Mountain District, Pa.R.R 130,622 D. 40,902 23.9 
West Penna. R vecacce ~ROGGeS D. 65,450 18.7 
Southwest Penna. R. R.. 56,379 s& 13,968 32.7 
— eee - 370,572 D. 105,796 22.2 
Monongahela D ,P.R. R_ 56,186) ae on OF ‘ 
Pittsburgh D., Pa. R. R.. 100,147 (” 180.564 D. 24,231 15.4 
Total bituminous......2,823,692 2,951,541 D. 1°7,649 43 


As in previous months of this year the loss in bituminous 
trade has been chicfly in the smaller districts, where the 
production goes largely to the iron furnaces and mills, and 
is probably due largely to the condition of the iron trade. 
The eastern districts, which bave a large seaboard trade, 
and whose coal is used for general steam purposes, show 
gains. It is understood, however, that these gains have not . 
been altogether profitable, a sharp competition having 
brought prices down to a very low figure. 

Coke tonnages for the four months ending May 3 are re 
ported as follows : 





1884. 1883. Inc. or Dec. P.c. 
Bellefonte & Snow Shoe ..... 8.111 6,713 1,398 20.9 
Mountain Region, Pa.R.R.... 45,150 42,123 L 3.027 7.2 
West Pouna. B.B.....< 005505: 24,241 $5801 D. 11.560 32.1 
Southwest Penna. R. R....... 747.115 676,511 I. 70,604 10.4 
Peon and Westmoreland...... €6,113 84,337 D. 18,224 21.6 
Monongahela } oy 106 on °K 
Pittsburgh ¢Pa.R.R...... 27,122 274 I. 26,848 .... 
Connellsville, via Pa. R. R. .. 113,213 226,856 D. 113,643 50.1 
Tctal coke s..+.1,031,065 1.072.615 D, 41.550 39 


These tonnages are all over the Pennsylvania Railroad 
and branches, no other company reporting coke tonnage. 
Some of the changes are more apparent than real, being 
due to changes ia form of the reports as made by the com- 
panies. 

Actual tonnage passing over the Pennsylvania & New 
York road for the five months of its fiscal year from Dee. 1 
to May 3 was: 


1884. 1883. Increase. P. ec. 

OS eee 493.363 436.655 567:8 13.0 
Bituminous... 2.0. .000000 148,680 144,625 4.055 2.8 
NN D4 hte K ees c an ceck 642,048 581,280 60,763 10.4 


The anthracite is received chiefly from the Lehigh Valley 
road, although a small quantity is mined on the line, 

The Buffalo Courier of May 10 says: ‘*To all appear- 
ances there is the greatest demoralization in the Buffalo soft 
coal market, and what is worse yet, it is liable to continue, 
The Youngstown, O., coa] is coming into the market as a 
strong competitor, Briar Hill No. 1, an extra fine article, 
being quoted, delivered in Buffalo, at $2.65. It comes via 
the Lake Snore and ‘ Nypany,’ and has sold until now at $6 
delivered. Reynoldsville coal, too, which has been selling 
at $2 40, is coming in over the Rochester & Pittsburgh at 
$1.80, and coal men are holding up their hands in holy 
horror. The cause of this last drop was the New York 
Central order of 150,000 tons. The railroads are the ones 
most to suffer, for the coal is hauled on a contract for 


a percentage of the selling price. he Erie con- 
tinues its $1.05 rate, but is now in hot water at 
its Dagus mines, in Elk County, on account of a 


serious strike. A very large force was employed there, and 
unless the matter is soon patched up the Erie will have to 
fill its contracts as best it can. It is also reported that 
Galusha A. Grow’s men are all out at Brady’s Bend mines 
on the Allegheny Valley. This, it is feared, will cause 
trouble on account of the 80,000 contract Mr. Grow has 
with the Grand Trunk.” 

The coal tonnage of the Pennsylvania Railroad Division, 
Pennsylvania Railroad, for the four months ending May 3 
was: 





1884. 1883. Inc. or Dee. P.c. 

ore 3,312,079 3.0% 74 I. 274,205 9.0 
SD Sen tabs: Lacksivnes 1,017,112 1,072,615 D. 55,503 5.2 
- REA ee ioe 4,329,191 4,110,489 ne 318,702 5.3 


This includes all coal carried, whether mined on the line 
or received from other lines. For the month of April (five 
weeks) the total tonnage was: Coal, 971,412; coke, 295,- 
656; total, 1,267,068 tons. 

Cumberland coal shipments for the week ending May 10 
were 60,566 tons. The total shipments this year to May 10 
were 822,978 tons, against 731,187 tons to the corresponding 
date last year; an increase of 91,791 tons, or 12.6 per cent. 

Lake Superior Iron Ore. 
Navigation is now open from Escanaba, and for the week 
ending May 7 there were 71,659 tons of iron ore shipped 
from that port, 31,198 tons coming from the Marquette 
District and 40,466 tons from the Menominee District. No 
shipments have yet been made from the Lake Superior 
ports. 
Transcontinental Traffic Association, 

A meeting of the Transcontinental Traffic Association 
was held in St. Louis, May 7, with a full attendance. A 
number of important questions were considered but no final 
action, it is understood, was taken. The meeting was held 
with closed doors. At a second meeting on the following 
day a basis of agreement for the settlement of difficulties 
was reached, 

A dispatch from St. Louis, May 10, says: ‘The Trans- 
continental Association met again to-day. The question of 





boundaries and what proportion each road shall put into the 
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pool already bad been satisfactorily settled, and the subject 
of percentages was, after considerable discussion, referred to 
the Arbitration Committee. After completing all the pre- 
liminary arrangements for the pool and appointing commit- 
tees to perfect the organization and report at a futnre meet- 
ing, the association adjourned to meet at Chicago, May 21, 
where the Arbitration Committee is to determine the per- 
centages to be named.” 


Central Iowa Traffic Association. 


The Central Iowa Traffic Association held a meeting in 
St. Louis, May 6, but adjourned without transacting any 
important business. It was decided to hold another meet- 
ing, to which time all questions were postponed. 


Colorado Passenger Rates. 

Denver dispatches note the cutting of passenger rates on an 
extensive scale, and tickets from that city to Chicago are 
said to have been sold down to $20 and $18.75, a cut of 50 
per cent. The roads east of the Missouri, it is said, receive 
their full proportion on these tickets, the cut being borne 
entirely by the Colorade lines. Later dispatches say that 
rates have been still further cut. 


Grain Movement. 
For the week ending May 3 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 








North- Northwestern shipments.—, 
western .C. Atlantic. 
Year receipts. Total. By rail. By rail. receipts. 
1877....2.853,906 ,525,207 1,214,861 48.1 2,684,629 
1878....4,369,785 »822,441 1,901,939 39.5 5,704,275 
175,308 1,664,849 39.9 4,450,571 
578,081 1,884,501 41.1 2 893,203 
974,840 1,503,111 30.2 3,100,544 
127,605 1,082,503 34.6 2,944 216 
7.573,278 2,404,300 31.8 2,465,971 
6,290,827 2,840,151 45.1 2,349,731 
The receipts of the Northwestern markets for the week 


were thus a sixth less than in the corresponding week of 
last year, and the smallest since 1877, but they were 87,000 
bushels more than in the previous week of this year, and 
were the largest for five weeks. There is nothing particu- 
larly noticeable in their distribution except the unusually 
large proportion (20 per cent.) received at Peoria, which is 
42 per cent. more than the St. Louis receipts. For the 
four weeks previous the St. Louis receipts were, and for 
the first 17 weeks of this year they were, 75 per cent. more. 
The shipments of the Northwestern markets for the week 
were 1,282,000 bushels less than last year, but with that 
exception they were larger than in any previous 
year. It was the first week that lake navigation 
was open throughout, but still 45 per cent. of the 
shipments were by rail, which is larger than in the corre- 
sponding week of any previous year. The shipments down 
the Mississippi were 233,410 bushels and 3.8 per cent. of 
the whole, so that little more than half of the shipments 
went by rail. These shipments, as always when navigation 
opens, were vastly greater than in any previous week of 
the year, but they were also larger than in any week since 
the middle of October last, and with nine exceptions larger 
than in any week of last year, only two of these exceptions 
being before harvest. 

The Atlantic receipts for the week were smaller than in 
- corresponding week of any previous year since 1876, at 

east. 

Exports from Atlantic ports in this week to May 3, for 
five successive years have been : 

1&80.¢ 1881. 1882. 1883. 1884. 
Flour, bbls.. 148,907 139,102 $9,416 130,264 159,958 
Grain, bu.. .2,514,062 3,700,476 763,223 1,977,208 2,038,666 

Thus the exports this year were larger than last, though 
less than in 1880 and 1881. 

San Francisco exports for the ten months of the California 
crop year from July 1 to April 30 were as follows, flour in 
barrels and wheat in bushels, flour being reduced to wheat 
in the totals: 





1883-84. 1882-83. Inc. or Dec. P.c. 

LL ree 1,086.047 883.579 1. 202,468 22.9 
Wheat... ...... 17,669,115 22,867,643 D. 5,198,528 22.7 
Total, bush. ..23,099,350 27,285,538 OD. 4,186,188 15.3 


Exports of California barley by sea for the ten months 
from July 1 to April 30 were 181,153 centals, against 202,- 
294 centals for the corresponding period last year; a de- 
crease of 19,141 centals, or 9.6 per cent. 


The Wabash Toledo-Detroit Line. 


From and after May 15 the line now operated by the Wa- 
bash, St. Louis & Pacific between Toledo and Detroit via 
Milan, Mich., will be discontinued and no train service will 
be performed by this line after that date. ll per- 
centages and divisions of through rates applying on traffic 
between Detroit and Toledo via Milan in either direction 
will be considered inoperative from and after the date ahove 
indicated, 

This line was over the Detroit Division of the Wabash 
from Toledo to Milan, and over the Toledo, Ann Arbor & 
Grand Trunk road from Milan to Toledo. 








RAILROAD LAW. 


Shipper’s and Carrier's Risk. 

The Kansas Railroad Commission interprets the law of 

that state as allowing fully the distinction usually made in 
rates on goods carried at shipper’s risk and carrier’s risk. 
The case was a complaint made by W. E. Chapmen against 
the Atchison, Topeka & Santa Fe Co., and the decision of 
the Board is as follows : 
_ In this case the shipment was one bale of sheeting weigh- 
ing 220 lbs. from Chicago, Ill., to Kansas City, via the 
Chicago & Alton Railroad, and frcm the last-named place 
to Newton, over the road of the respondent company : 

Upon the expense bill appears the following memo- 
randum: ‘Shipper did not bill at ‘ owner’s risk,’ hence ship- 
ment was made at ‘ carrier’s risk.’” 

The complainants refer to this indorsement and say: 
“ We think this all wrong, and we are of the opinion that 
all public carriers are obliged to carry such goods at their 
own risk and at established rates.” 

The expense bill shows that complainants were charged 
$1.121¢ per 100 pounds from Kansas City to Newton, while 
the rate on first-class goods is but 75 cents per 100 pounds. 

The classification sheet now iy effect, not only on respond- 
ent company’s road, but upon all roads west of Chicago, 
was agreed to after consulting with numerous manufactur- 
ers, dealers and shippers of the West, not because it was 
considered perfect, but because it was considered the best 
that could be devised at that time. There are so man 
things to be considered, so many interests to be protected, 
that it is not surprising that the best and most practical 
men of the country, after years of expense, have failed in 
their efforts to arrange a classification that would be, in all 
respects, just and fair to shipper and carrier alike. 

he classification provides one rate for certain kinds of 
goods shipped at carrier's risk, the shipper having the 


option to ship either way. The rates provide that unless 
there is an express contract to ship at owner’s risk such 
goods shall be shipped at carrier’s risk. In this case the 
goods were shipped at carrier’s risk and the higher rate 
charged, and this brings us to consider the law question as 
to whether a common carrier can by express contract limit 
its liabilities—oot its common law liability, but its liability 
beyond that—and we think the law is very generally settled 
that there are many liabilities outside and beyond their com- 
mon Jaw liability that a common carrier may by express 
agreement protect itself against. Assuming this to be the 
law, it follows that it is just and proper for a common 
carrier to charge and receive a higher rate for carrying 
certain goods at its risk than when the same goods are 
carried at owner’s risk. The basis for this difference in 
charges is well recognized in law. 

The board therefore finds that the freight rate charged 
upon this shipment over respondent company’s road from 
Kansas City to Newton was the regular tariff rate ona 
regular classification made upon lawful basis, and that there 
was no overcharge. 


Negligence—Employe’s Liability. 

In the case of Neison against the Chicago, Milwaukee & 
St Paul Co. the Wisconsin Supreme Court has just decided 
as follows: 

Where the inference of negligence, or the absence of it, is 


inevitable from the undisputed facts proved, a court will | 9; 


direct a jury, in cases in which such inferenceis in doubt, 
giving to the testimony the construction most favorable to 
the party charged therewith, the question of negligence is 
for the jury. 

Where, soon after a new railway time-table is issued, a 
collision occurs, and to charge the engineer with negligence 
is attempted, it is a question for the jury whether sufficient 
time has been given him to become familiar with the time- 
table; and the weight which onght to be given to the fact 
that the railroad company has recently required of him 
protracted and severe service is to be determined by the 
jury. 

Evidence showing that an engineer was unwell on the 
evening of the accident, as a result of severe labor, and 
asked to be relieved, should go to the jury. 

A servant contracts with his master for good faith and 
integrity, but not that he will commit noerror. He is liable 
to his master for negligence, bad faith, or dishonesty, but 
for incidental losses, with which these elements have no 
part, he is not liable. , 

An engineer, having run a train contrary to the rules of a 
time table, is not necessarily guilty of negligence. 

Where the findings of a special verdict are evasive, but 
cannot —— prejudice the party alleging error, they will 
not be disturbed. 

Evidence pertinent to the issue of negligence held compe- 
tent. 








OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—The Emporia Branch 
of this company’s Southern Kansas system has been com- 
pleted and opered for business from Lawrence Junction 
(one mile south of Ottawa, Kan.) west by south to Emporia 
Junction, on the Atchison main line. It is 54 miles long, 
and, in connection with the Southern Kansas main line, 
completes a new line from Kansas City to Emporia, 114 
miles long, or 13 miles shorter than the line which the com- 
pany already owns. 

The grading of the branch line from Socorro, N. M., to the 
mines at Magdelena has been nearly completed, and track- 
laying has been begun. The branch will be about 30 miles 
long, and is to be finished by July next. 


Baltimore & Ohio.—The Ohio & Mississippi and the 
Cincinnati, Washington & Baltimore exnress lines have 
been consolidated with the Baltimore & Ohio Express, and 
that organization will hereafter do all the express business 
over those lines as well as over the Baltimore & Obio proper. 

It is said that the Adams Express Co., acting under recent 
decisions of the courts, will demand a share of the business, 
or at least will deliver express freight to the road and demand 
that it be carried at reasonable rates and with proper 
accommodations. 


Baltimore & Ohio Telegraph. —The Baltimore 
American says: ‘‘The Baltimore & Obio is now trying to 
get for the use of Baltimore and immediate points lines to 
Saratoga and all other points of any importance in New 
York state. The work has progressed to such an extent that 
it is now expected to have the West Shore and Nickel Plate 
lines up within 60 days, and the Baltimore & Ohio will then 
have more lines between New York and Chicago than the 
Gould system. Thisiscertainly a great feat in the face of the 
many obstacles which Gould has been constantly placing in 
the way of the Baltimore & Obio’s progress. When these lines 
are completed things will begin to be lively. With these new 
lines the Baltimore & Ohio will be able to promptly furnish all 
the facilities that the public necessity will demand, and will 
give the Western Union a sharp tussle. Working upon a solid 
substantial basis, and weighted down with no non-paying 
lines, the Baltimore & Ohio will have a great advantage over 
the Western Union, burdened with its vast amount of wat- 
ered stock and with a mass of .badly equipped and worse 
paying lines, which it bad to swallow during a course of 
years. The Baltimore & Ohio is preparing itself for a sharp 
and bitter fight. Itis fitting up and opening offices on a 
grand scale in New York. One will be in Delmonico’s, op- 

site the St. James Hotel. There is already one in the 

runswick and other botels. Nor has there been any delay 
with the Boston line. The legal difficulty with the New 
York & New England Railroad will not affect the work on 
this route; indeed, three-fourths of the line is already built. 
The same activity and industry have been displayed in the 
Southern extension. The lines to Galveston, Tex., are being 
rey A pushed to completion, the greater part’ of the ma- 
terial having already been delivered on the ground. Equal 
energy has been displayed upon the Western and North- 
western connections. The work upon these lines bas been 
actively progressing. The lines to St. Paul and Minneapolis, 
as far west as Bismarck and as far north as Winnipeg, are 
being rapidly pushed to completion. One must take the 
geography and study out the distances included within these 
lines to thoroughly appreciate the magnitude of the work. 

“The oil regions are being thorqughly permeated with 
Baltimore & Ohio lines and the company has a good pros- 
pect of handling the greater part of this business in those re- 
gions. The company bas recently obtained control of the 
Pittsburgh & Western Railroad, over which its lines will 
run. As this road does a very large freight business the 
bulk of the telegraph business will naturally fall to the Bal- 
timore & Ohio on equal terms. 

“Besides these main lines, branch lines are being erected on 
all of them. The branch lines to Toledo and Detroit are be- 
ing energetically pushed forward, as well as those from Chi- 
cago, Indianapolis and Columbus, while additivnal lines are 
being strung on all the old lines wherever they are found to 
be necessary, to give strength to the system. On the West 
Shore and Nickel Plate roads two new copper wires have 








been strung, which, it is stated, cannot be equalled in ca- 
pacity for handling business. The Ohio is the 


¥ 


first company to use these wires, and it is claimed that they 
can handle far more business than any other wire. They 
are not the same kind of wire that is used by the Postal 
Telegraph Co. In every direction the work of extension is 
rapidly going on, and the links of the great telegraphic 
chain described by Mr. Garrett in bis statement before the 
Senate Committee are following one another in quick suc- 
cession. 


Beston, Concord & Montreal.—The forthcoming 
report of this company for the year end:ng with March will 
show an increase in the earnings of $17,722, with a decrease 
in the expenses of $24,737, making a gain of $42,259 in the 
net earnings of the year. The company hes paid the usual 
dividends of 6 per cent. on the preferred stock. 


Canadian Pacific.—This company has decided to make 
Port William instead of Port Arthur the Lake Superior 
port of the company, and will build a large grain elevator 
this summer. Port William is 12 miles from Port Arthur. 


Caro & Wilmot.—-This company has been organized to 
build a railroad from Caro, Mich., the terminus of a branch 
of the Detroit & Bay City road, southwest to Wilmot, on 
the Pontiac, Oxford & Port Austin road. A future ex‘en- 
sion from Caro to Bay City is proposed. 


Chesapeake & Ohio.—Tbis company makes the follow- 
ing statement for March and the three months ending March 


—— --March.--——— —-Three months.-— 

3 1883. 1884. 1883. 
Earnings........... $313,542 $337,795 $860,2: $843,211 
Expenses ..-. 216,153 216,409 630,214 621,294 
Net earnings. $97,389 $120,886 $230,022 $221,917 
Per cent. of exps.. 68.8 64.2 73.3 73.7 


For the three months this shows an increase in gross earn- 
ings of $17,025, or 2.0 per cent, with an increase in expenses 
of 38,920, or 1.5 per cent, resulting iv an increase of $8, 105, 
or 8.6 per cent., in net earnings. 

Of the March earnings, the statement says: ‘* The 
decrease of earnings for month of Marcb, in comparing the 
earnings for 1584 with the earnings for 1883, is only appar- 
ent, for the reason that in March, 1883, a change in the 
method of determining the earnings applicable to such 
montb was inaugurated, which concentrated in the accounts 
of that month about $66,000 of the revenue which would 
otherwise have appeared in February and April.” 

For the Elizabethtown, Lexington & Big Sandy road, 
which is controlled and worked by this company, the follow- 
ing statement is made: 


arc’ —--Three months.--— 
1884. 1883. 884. 


Earnings....... ..... $57,519 $53,045 $150,856 $156,426 
Expenses ........+-++ 43,861 49,320 125,398 142,443 

Net earnings....... $13,658 $3,725 25,458 $13,993 
Per cent. of exps.... 76.3 93.1 83.0 91.1 


This shows for the three months a decreese of $5,580, or 
3.6 per cent., in gross earnings, with a decrease of $17,045, 
or 12.0 per cent., in expenses, the result being a gain in net 
earnings of $11,465, or 81.9 per cent. 


Chicago & Eastern Illinois.—It is stated that 
President Stevens, of this company. bas effected a settle- 
ment with the old Chicago, Danville & Vincennes stock- 
holders, by which the. present company acquires a clear 
title to the property. The litigation to set aside the fore- 
closure through which the road passed to the present com- 
pany will be discontinued. 


Chicago & Northwestern.—It is said that this com- 
pany is about to let contracts for an extension from _Red- 
field, Dak., westward to Fairbank, on the Missouri River. 
It 1s also reported that the ry will build a line from 
Ordway, Dak., northward to Bismarck, on the Northern 
Pacific, this season. 


Crookston & Southwestern.—This company has 
filed articles of incorporation for the purpose of construct- 
ing and operating a line of railroad from Crookston, Minn., 
to run in a southwesterly direction to the east bank of the 
Red River, north of Moorhead, or to connect with some 
other railroad, now or hereafter to be built, crossing the 
Red River. The principal place of transacting business will 
be at Crookston. The amount of capital stock is $2,000,000, 
divided: in shares of $100 each. ‘The incorporators are : 
Thomas B. Walker. E. 8S. Corser, Minneapolis ; George H. 
Evekine, Racine, Wis.; M. R. Brown, K. D. Close, Ainslie 
Bates, W. M. Ross, John Comb, John McLean, R. A. Wil 
kinson, David Brown, E. D. Childs, and C. E. Page, 
Crookston, Minnesota. 


Dakota Midland.—At the annual meeting held in 
Ellendale, Dak., May 6, it was resolved to proceed immedt- 
ately with the work on the road. Contracts were let for 
the grading of 30 miles from Ellendale, to be completed by 
July 1. It was resolved to let further contracts until 100 
miles were under way. 


Delaware & Hudson Canal Co.—This company bas 
given formal notice to the New York Stock Exchange of the 
increase of its capital stock from $20,000,000 to $23,- 
500,000, by the issue on June 10 next of 35,000 new shares 
of stock. The increase is in accordance with the circular 
issued to the stockholders on May 9, 1883, offering them 
the 35,000 new shares at par, payable in installments. The 
new stock, it will be remembered, is issued to pay off matur- 
ing bonds. 


Denver & Rio Grande.—This company’s statement 
for March and the three months ending March 31 is as 





follows: 
~——- h.- — -—Three months.— 
1884. 1883. 1°84. 1883. 
NOD i560, 6d weued $453.005 $548,580 $1,332,076 $1,469.877 
Expenses .....+...... 435,255 344,357 1,207,533 = 1,008,505 
Net earnings........ $17,750 $204,223 $124,543 $461,372 
Per cent. of exps.... 96.1 62.7 90.7 68.6 


This shows for the three months a decrease of $137,801, 
or 9.4 per cent., in gross earnings, with an increase of #199,- 
028, or 19.7 per cent., in expenses, the result ne a 
decrease in net earnings of $336,829, or 73.0 per cent. The 
statement says of March: “ Traffic was much interrupted 
throughout the month by heavy snow-storms and slides.” 


East Tennessee, Virginia & Georgia.—This com- 
pany has ordered the survey of a branch or extension from 
its Georgia Division to Savannah. The proposed extension 
will leave the present line west of Jesup and will run to 
Savannah by the most direct practicable route. It will be 
not far from 90 miles long. 


Eastern & Western Air Line.—This company bas 
filed articles of incorporation in Iowa to bvild a railroad 
crossing that state, starting from the Mississippi in Louisa 
County and running to Council Bluffs, and also a branch to 
the Missouri line in the neighborhood of Van Buren County. 
It is to be part of a very visionary line from Mercer, Pa., to 
Council Bluffs and Kansas City. The incorporators are 
Thomas W. Osborn, Waldorf H. Phillips and J. W. Ivey, of 





Des Moines. The capital stock is to be $13,000,000, and the 
principal office is to be at Des Moines. 
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Fayetteville, High Point & Winston.—Work has 
been resumed on this road with « considerable force, and 
grading is now in progress between High Point, N. C., and 
Rendelman. The line is to run from Winston east by south 
to a connection with the Cape Fear & Yadkin Valley road, 
crossing the North Carolina road at High Point. 


Gettysburg & Harrisburg.—This company is grading 
a branch from its present terminus in Gettysburg. Pa., to 
Little Round Top. on the Gettysburg hattlefield, a distance 
of about three miles. It is expected that this branch will 
be finished by the end of May. 


Great American & European Short Line.—It is 
said that Mr. Erastus Wiman, of New York, bus concluded 
a contract with the Canadian Government for the comple- 
tion of several sections of this projected road, amounting to 
about 860 milesin all. Various subsidies have been granted 
by the Canadian Parliament to this line, which amount to 
about $20,000 per mile, for the line to be constructed, and 
some local subsidies have also been voted. Surveys will be 
made at once to determine the final action of the several 
sections, 


Illinois Central.—On the Canton, Aberdeen & Nash- 
ville Branch of the Southern Division track is now laid for 
46 miles from the starting point at Kosciusko, Miss., and 
work is progressing well on the remaining 41 miles. 

The Yazoo & Mississippi Valley Branch is now completed 
and was opened for traffic May 5. It leaves the Southern 
Division at Jackson, Miss., and runs northwest to Yazoo 
City, 4714 miles, through a very rich cotton country baving 
a considerable population. 


Kansas City & Southern. —At the annual meeting 
of this company last week it was resolved to begin work on 
the extension of the road and the board was authorized to 
let contracts. The road is now completed from Clinton, 
Mo., southward 12 miles to Brownington, and the extension 
—— is to the St. Louis & San Francisco road near 
Lebanon. 





Lexington & Utica.—A preliminary survey has been 
completed for this projected line from Lexington, Mich., to 
Utica, making the distance 54 miles. The engineers are 
now preparing estimates of the cost of building the road. 


Louisville & Nashville.—This pomeenr’s statement 
for March and the nine months of its fiscal year from July 
1 to March 31 is as follows: 


————March.——— —-——Nine months.—— 
1882-8: 


1884. 1883. 1883-84. 2-83. 
Earnings ...... $1,187,738 $1,141,337 $11,037,351 $10,135.412 
Expenses 4 766,563 690,045 6,737,583 6,285,704 





Net earnings.. $421,175 $4,299,768 $3,849,708 
Per ct. of exps.. 64.5 61.0 62.0 

For the nine months this shows an increase of $901,939, 
or 8.9 per cent. in gross earnings: an increase of $451,879, 
or 7.2 per cent.. in expenses, with a resulting gain in net 
earnings of $450,060, or 11.7 per cent. 


Louisville, New Albany & Chicago.—The track on 
the Indianapolis Air Line Division is now being ballasted 
and put in good order. The new mortgage for $3,000,000 
recently executed by the company was intended to raise 
funds to put the new portion of the Air Line in first-rate 
condition and also to provide additionalequipment. Besides 
the ballasting, the road is being ditched and the cuts and 
embankments widened. 


$451,292 
60.5 


Manhattan.—It is reported that negotiations are in pro- 
gress for the settlement of the difficulties between this com- 
pany end the Metropolitan Elevated Co., and that a bisis 
bas been agreed upon by which a compromis2 can be made 
acceptab e to the stockholders of both companie:. __ It is said 
that tbis basis is tne issue of Manbattan bonds in place of tbe 
Metropolitan stock, and a payment in cash for back divi- 
dends. 


Mexican Riilroad Notes.--The following notes are 
from the Mexican, Financier of May 3 : 

Mr. W.S. Ferrar, of London, formerly one of the prinei- 
pal engineers on the Mexican National, bas arrived on 
bu;siness connected with the Mexican & Tuxpuan Railway, 
which will be taken in band by strong English capitalists 
provided the requisite arrangements can be made here. 

The Secretary of the Treasury bas notified the interna- 
tional railway companies whose lines cross the Rio Grande 
that their trains can cross the boundary only at certain 
hours of the day, between 7 in the morning and 5 in the 
afternoon in the summer, and between 8 in the morning 
and 4inthe afternoon in the winter. This is to suit the 
hours of the custom-houses. It is to be wondered that the 
Secretary did not also include three hours for siesta in the 
time when the trains could not run. |The custom-house offi- 
cials should wait upon the trains, and it is absurd for a great 
government to require the movements of commerce to be re- 
stricted to suit the pleasure of custom-house men. It would 
be a very easy matter to have the force arranged so as to 
attend to the trains at whatever hour they might cross. And 
suppose a train sbould be late, as often is unavoidably the 
case! Must it wait a half day or more before it cun take its 
passengers across the river to make connections? That 
would be a very pretty arrangement, wortby of the days of 
stages and pack-mules, but not of the age of steain! More 
over, it strikes us that the Honorable Secretary is interfer- 
ing ina matter which does not concern his department. 
The whole business of the operation of the railways 
lies with the Department of Public Works, which bas pro- 
vided ample regulations for the purpose. Let the Treasury 
Department attend to collecting the revenues, and it may 
be sure that the railways will promote its work, for they 
are interested in the prevention of smuggling, their subsi- 
dies coming out of the customs receipts. Mr. Carlos de Ola- 
guibel y Arista has recently been sent to the frontier to take 
charge of the custom-house business, and it would be well to 
leave such matters for bim to regulate. He is a man of too 
sensible ideas to recommend any measure of the kind. The 
railway trains between the United States and Canada run 
at all hours of the day and night, and the same freedom of 
intercourse should prevail between these two countries. 


Milwaukee, Lake Shore & Western.—This com- 
pany bas filed notice with the Secretary of State of Wiscon- 
sin of its intention to build a branch or extension of its line, 
froma point onthe present main line near the boundary 
between Wisconsin and Michigan, on the Montreal River 
westward to the new village of Washburn ou the shore of 
Chequamegon Bay. This extension will be about 50 miles 
long. At Washburn comnection will be made with the Chi- 
cagu, St. Paul, Minneapolis & Omaha road. 


New York, Lake Erie & Western.—This company 
suffers some Joss by the failure of the Marine Bank and the 
banking house of Grant & Ward in New York last week. 
It had a large amount on deposit to its account in the Marine 
Bank, where its principal banking account bad been kept 
for some years past ; how much of this will be lost is, of 
course, uncertain as yet, but the delay in payment will 
cause some inconvenience, even if the deposit should finally 
be repaid nearly or entirely in full, although fall pay- 
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ment does not now seem probable. From Grant & Ward 
the company bad made loans secured by deposit of securities, 
chiefly Chicago & Atlantic second-morigage bonds and 
Cleveland, Columbus, Cincinnati & Indianapolis stock. It 
is reported tbat these securities have been re-hypcthecated 
by the firm, and there may be some trouble and expense in 
recovering them. Reports have been current that the com- 
pany would be obliged to pass or defer payment-of the June 
coupon on the second consolidated bonds, butit is stated that 
no action on this point bas been taken as yet, and officers of 
the company say that there is no doubt that the coupons 
will be paid. 


Old Colony.—At a special meeting in Boston, May 138, 
the stockholders voted in favor of the purchase of the Lowell 
& Framingham Railroad, the sgreement baving already 
been approved by the other company. Under this agree- 
ment the Old Colony Company will issue 444 per cent. bonds, 
having 20 years to run, which will be exchanged for the out- 
standing Lowell & Framingham bonds. Old Colotiy stock 
will be issued at the rate of one share for four shares of 
Lowell & Framingbam preferred, and one share of Old Col- 
ony for 20 of common of the other company. The road ex- 
tends from Framingham, Mass., to Lowell, 26 miles, and 
bas been for several years past leased by the Old Colony 
Company. 


Oregon Improvement Co.—This company makes the 
following statement for February and the three montbs of 
its fiscal year from Dec. 1 to Feb. 29: 


———February.-—— —-Three months.-— 
1883 





1884. 5 1884. 1883. 
Earnings......... $225,133 $221,945 $758,788 770,283 
Expenses ..... 203,851 176,311 634,576 610,866 
Net earnings.... $21,282 $45,634 $124,212 $159,418 
Per cent. of exps.. 90.6 79.4 83.6 79.3 


For the three months this shows a decrease in gross earn- 
ings of $11,495, or 14.9 per cent., with an increase in 
expenses of $23,711, or 3.9 per cent.; the result being a de- 
crease of $35,206, or 22.1 per cent., in net earuings. 


Oregon Railway & Navigation Co.—This company 
makes the following statement for April, and the ten months 
of the fiscal year from July 1 to April 30: 








———-~Apri].—-—- ———Ten months.—— 

1884. 1&83. 1883-84. 18* 2-83. 
Earnings....... $432,600 $398,290 $4,589,433 $4,219,912 
Expenses........ 260,7CO 220,483 2,579,634 2,159,387 
Net earnings. .$171,990 $178,807 $2,009,799  $2.060,525 
Per ct. of exps.. 60.3 35.2 56.2 61.2 


For the ten months this shows an increase in gross earnings 
of $369,521, or 8.8 per cent. The increase in expenses was 
$420,247, or 19.5 per cent., the result being a decrease of 
€50,726, or 2.5 per cent. in net earnings. 


Pennsylvania.—Traius on the Schuylkill Valley Branch 
have begun to run to Manayunk, 244 miles beyond the late 
terminus at Bala, and eight miles from the Broad Street Sta- 
tion in Philadelphia. The bridge near the Schuylkill at that 
point is completed. 

Surveys are in progress for a line from Bradley, Pa., on 
the Ebensburg & Crescent Branch, northward to Coalport, 
in Clearfield County, on the Bell’s Gap road. The distance 
is about 30 miles, and the line is through a coal country. 


Philadelphia & Reading.—Formal proceedings were 
had in Philadelphia this week for the final discharge of the 
Receivers. The road was transferred by them to the com- 
pany in January last, but the Receivers were necessarily 
continued in position in order to settle up thrir outs‘ anding 
business and the claims against them, including some under 
litigation. All accounts bave now been settled except a few 
sSnall matters which are now before the Court, to me t 
which the balauce of cash on hand will remain in 5 ossession 
ef the Court. 

Many reports bave been in circulation concerning the 
stock of the company, tbe principal of which is that Mr. 
Vanderbilt bas been buying very largely of the stock and 
it is believed that he intends to secure a controlling interest 
or at any rate to secure stock enough to give him the practi- 
cal control of the management of the company. Itis under- 
stood that Mr. Vanderbilt bas also agreed to carry the New 
Jersey Cent-al stock which thee-mpany bought some time 
ago, and which it has been carrying in New York ona 
margin. Mr. Vanderbilt has assumed this stock and will 
hold it for the benefit of the company. 

The management of the company is now engaged in cut- 
ting down the expenses wherever possible. A considerable 
number of men have been discharged from the shops in 
Reading and elsewhere, and expenscs are being cut down in 
every possible way in order to meet the reduction in the 
earnings which bas been increasing since the beginning of 
the present fiscal year. 


Portland & Ogdensburg.—The Receiver of this road 
expects to begin laying steel rails this week. No continuous 
rail-layiog will be attempted, but the worst portions of the 
line will first be attended to. Considerable improvement 
bas already been made upon several sections of the line, and 
every endeavor will be made to get the road into a good 
condition at asearly a date as possible. The decision of 
Judge Lowell in not allowing the Receiver to issue the 
amount of bonds granted by Judge Walton, will tend to 
delay improvements by preventing giving out of contracts. 
Three thousand tons of steel rails have been purchased, not 
enough for the renewal of the road; but before the be lance 
can be purchased another decree will have to be obtained 
from Judge Lowell’s successor. 


Richmond & Danville.—The President’s office is to be 
removed from Richmond, Va., to New York, where the 
offices of the Treasurer have been for some time. 


Rochester & Pittsburgh.—The arbitration of the 
— in dispute between this company and the New 

ork, Lake Erie and Western was practically brought to a 
close Mav 9,when a meeting of arbitrators was held in New 
York. The Erie sent in notice that it would withdraw from 
the arbitration, with the understanding that the companies 
would be situated in future just as thay were before any 
dispute arose. The Rochester & Pittsburgh objected to the 
withdrawal of the Erie before the questiou was finally set- 
tled, but under the law a party to an arbitration has a right 
to withdraw, on giving up the points in dispute and paying 
the costs, and the arbitrators therefore had no further 
action to take in the case. 


Rome & Carrollton.—Some time ago parties in Rome, 
Ga.. purchased the franchise of the Columbus & Rome 
Railroad from Rome to Carrollton. Recently they have 
organized a company to build this section of road and the 
survey of the line is to be made at once. The distance from 
Rome s uth to Carrollton is about 50 miles; at the last- 
named place connection will be made with the Savannah, 
Griffin & Nurth Alabama road. 


Salem & Southwestern.—This company has been 
organized under a charter granted by the Legislature of 
Virginia at its last session, to build a railroad from Salem, 
Va..-on the Norfolk & Western road, southwest to Asheville, 
N.C. The line will run through a country rich in minerals 
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but for the most part.not thickly populated ; it will follow 
the valley west of the Blue Ridge, and will be about 180 
miles long. 


Savannah, Florida & Western.—This company’s 
Live Oak. Tampa & Charlotte Harbor line is now com- 
pleted to Gainesville, Fla., 16 miles east by south from the 
late terminus at Newnansville, and 48 miles from Row- 
land’s Bluff. At Gainesville connection is made with the 
Florida Southern road for Palatka. From Gainesville the 
line is to run nearly due south to Tampa, 


St. John Bridge.—The piers of the new railroad bridge 
at St. John, N. 2.. have now been built to the required 
height and orily need to have the coping stone, when they 
will becompleted. A number of men areengaged in building 
the pedestals upon which the iron trestle work on the west- 
ern side of the river will be placed. Work is progressing 
rapidJy on the line between the Intercolonial station and 
the eastern end of the bridge. Several small bridges will be 
required on these approaches. 


St. Louis, Iron Mountain & Southern. -Notice is 
given to holders of the outstanding income bonds that the 
company will redeem them at par and accrued interest 
upon presentation at its office, No. 195 Broadway, New 
York, on and after May 15. The amount still outstanding 
of these bonds is not large, most of them having been ex- 
changed for consolidated bonds. 


St. Louis & San Francisco.—Contracts for grading 
on the branch road from Springfield, Mo , north to Bolivar 
have been let as follows : To Scott & Bros., Rich Hill, Mo., 
16 miles; to James Reillv & Co., Springfield, Mo., 10 
mniles ; to Faulkner & Co., Springfield. 14 miles. Contracts 
require the work to be finished, by Sept. 1. Orders have 
also been given for steel rails for the road and for the 
necessary bridges. 


St. Paul, Minneapolis & Manitoba.—The Passenger 
Department prepar+s for the summer by calling special at- 
tention to the lake region of Minnesota, which is reached by 
this company’s lines, and which presents many attractions to 
summer travelers. The most noted resort in th‘s section is 
Lake Minnetonka, which is already well known and attracts 
a large number of pleasure seekers. A new resort, which 
will be accessible by rail this sammer for the first s«ason, is 
Devil’s Lake in Northern Dakota, a remarkable body of salt 
water 55 miles long and from three to seven miles wide, but 
so broken and indented that the shore line is over 300 miles 
long. This lake is 414 miles from St. Paul, and several 
flourishing towns are already growing up on its shores. 


Sylvania & Rocky Ford.—Work is now well ad- 
vanced on this road, and but four miles of grading remain 
to he completed from Rocky Ford, on the Central Railroad 
of Georgia, to Sylvania, tiie whole distance being 13 miles. 
Track has been laid for 5 miles, and the work is progres-ing 
steadily. 


Talbotton.—This company has declared a dividend of 
100 per cent, in stock, to represent earnings used in con- 
struction, the directors claiming that the road is now worth 
fully twice as much as when first built. A cash dividend of 
7 cent. has also been paid, the net earnings for last vear 
amounting to $5,000. The road runs from Talbotton, Ga., 
to Bostick, 7 miles, and the stock, since the increase, 
amounts to only $35,000. 


Terre Haute & Indianapolis.—The extension of the 
Logansport Division is now completed to Plymouth, Ind., 
12 miles northeast from the late terminus at Marmont on 
Lake Maxinkuckee, 45 miles from Logamsport and 161 
miles from Terre Haute. At Plymouth connection is made 
with the Pittsburgh, Fort Wayne & Chicago road. Regular 
trains will be put on the new road shortly. 


Texas & Pacific.—Tbis company sold, from Jan. 1 up 
to April 12, 68,000 acres of land at an average price of 
$3.38 per acre. The uverags price lust year was $2.74 per 
acre, the lands sold including both farming and stock lands. 


Toledo, Cincinnati & St. Louis.—At the adjourned 
meeting in Boston, May 13, the bondholders’ committee 
submitted a report with a plan for the reorganization 
of the main line. Under this plan new first-mortgage 
bonds will be issued at tbe rate of $8,000 per mile on the 
road from Kokomo to East St. Louis, the total issue amount- 
ing to $2,150,000. Preferred stock will be issued for the 
present first-mortgage bonds and unpaid coupons, and for 
the debenture bonds, and common stock for such minor 
securities as may hereafter be determined. The preferred 
stock is to bave the exclusive voting power until div- 
idends shal] have been paid upon it for three consecutive 
years. Mr. Corbin, of New York, was present at the meet- 
ing, and said that the Indiana, Bloomington & Western Co., 
which he represented, would be willing to make an offer for 
an alliance between the two lines on favorable terms. He 
estimated that the expense of putting the road in good con- 
flition and changing the gauge would be about $7,500 per 
mile. The bondholders present voted unanimously to accept 
the report of the committee and instructed the committee to 
carry out the plan as presented. 


Topeka, Mound City & Memphis.—This company 
has filed articles of incorperation to build a railroad from 
Topeka, Kan,, southeast to a junction with the Kansas 
City, Springfield & Memphisin Missouri. The road will be 
about 150 miles long. 


Vincennes & Ohio River.—Ata recent meeting the 
stockholders of tais company voted to begin work at once 
on the building of the projected line from Vincennes, Ind., 
southwest to Jasper, about 45 miles. The intention is to 
build .he road tbrough to Louisville hereafter. 


Wabash, St. Louis & Pacific.—In the United States 
Circuit Court in Indianapolis, May 10, a decree was entered 
in favor of David J. Tryon, Jr., Benjamin F. Mann and 
other holders of interest warrants against the Wabash Rail- 
way Co. for $1,100.000. Interest on all warrants was 
allowed from May 1, 1883, and the judgment was made a 
lien on the property of the former Toledo & Wabash Co. in 
Obio and Indiana. An appeal to the United States 
Supreme Court was taken by the defendant on the 
ground that the pleadings in the case afforded no sufficient 
basis for the decree. The appeal was granted and the usual 
bonds entered. 

It is again reported in New York that a receiver is to be 
appointed for the company, and that the application will 
be made by the officers of the company based upon the float- 
ing debt claims against it. Th@ report that a receivership 
was contemplated has been denied by President Gould. It 
is said that a plan is under discussion for exchanging the 
consolidated mortgage bonds for new first-preferred stock. 


Western North Carolina,—At the annual meeting last 
week the following statement was made for the past year: 
Gress earnings. .. spa $260,065 
Expenses (49.56 per cent.). . 178,517 

Ee er ere $181,584 


This sum has been expended in payment of interest cmi 
reduction of floating debt against the company. 





